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connostow-resisranr WROUGHT IRON PIPE 


Safeguards § Vital Services in the 
SOUTHERN RAILWAY SYSTEM’S NORRIS YARD 


When Southern Railway System engineers tackled the material 
specifications for their Norris Yard, Birmingham, Alabama, the 
major consideration was SERVICE—uninterrupted service. Evi- 
dence of the engineers’ careful planning to meet this standard is 
the extensive use of Byers Wrought Iron pipe. In eight essential 
services, this time-tested material was used to avoid the cost, and 
schedule-interrupting consequences, of premature pipe failure. 

The new Yard, completed after more than 21 months of con- 
struction, includes a modern Diesel. shop, car shops, Diesel fueling 
facilities, freight classification and forwarding yard. 

Leading railway engineers know, by experience, that Byers 


BYERS 


Wrought Iron pipe is a dependable solution to maintenance and 
repair in those applications where corrosion is a threat to service 
life. The widespread use of this material in the nation’s major lines 
is proof of this confidence. Our four page Railroad Folder is 
packed full of helpful information on corrosive conditions, and 
illustrates a few of the many places where wrought iron pipe 
serves longer, at lower cost per year. Write for a copy. 


A. M. Byers Company, Pittsburgh, Pa. Established 1864. Boston, 
New York, Philadelphia, Washington, Atlanta, Chicago, St. Louis, 
Houston, San Francisco. Export Division: New York, N.Y. 


CORROSION COSTS YOU MORE THAN WROUGHT IRON 


WROUGHT IRON 


TUBULAR AND HOT ROLLED PRODUCTS 
ELECTRIC FURNACE QUALITY ALLOY AND STAINLESS STEEL PRODUCTS 
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THE FIRST SLEEVE TYPE DE 
MOUNTABLE-HEAD BRAKE 
BEAM FOR USE ON AL 
HANGERED TYPE FREIGHT CAR 


TRUCKS... 

















BUFFALO BRAKE BEAM COMPANY, NEW YORK 
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MODERN FLOORS 


FOR TODAY'S 


Armco Freight Car Flooring is designed to meet 
the need for stronger freight car floors. More and 
more shippers are using fork lift trucks for loading 
and unloading pallets and palletized containers in 


box cars. 

Lift trucks impose heavy concentrated loads on 
car floors. Wheel loads of 10,000 pounds (20,000- 
pound axle loads) are common. Because of the 
cantilever effect of the overhung fork, the pressure 
on the car floor from the front wheels sometimes 


ARMCO STEEL CORPORATION 


4013 Curtis Street, Middletown, Ohio © Export: The Armco International Corporation 
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LOADING PRACTICES 






LOAD 
IS 
CONCEN- 
TRATED 
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Note the cantilever effect on the front axle of a 
lift truck. Floor planks must support the weight of 
the overhanging load plus most of the weight of 
the lift truck, all concentrated on two front wheels. 


approaches the combined weight of the truck and 
its load. 

Wood planks often fail under such heavy pres- 
sures. That's why Armco Freight Car Flooring has 
strong hat-section steel ribs, made to last the life 
of the car. Generous-sized wood nailing strips are 
spaced alternately with these steel beams, which 
support the wood planks through their flanges. 

Our new booklet, “Armco Freight Car Floor- 
ing,” is just off the press. Write for it. 
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The front end always knows wif 


ae 


on freight trains equipped 
with this new 


“UNION” I.T.C. System 


Communication between the engineman and conductor is as 
easy as telephoning—and just as sure—with new “UNION” 
Single-Channel Two-Way Inductive Train Communication. 
Whether you are in the cab or caboose, you just pick up your 
handset, press a button, and talk. Your message comes loud 
and clear through the speaker at the opposite end of the train. 
This quick communication increases safety . . . and saves time. 


“UNION” I.T.C. assures privacy 


With this “UNION” LT.C. System you can talk to nearby 
trains and wayside stations as well as members of your own 
crew. But only qualified railroad personnel along the right of 
way can listen in. Outsiders do not receive your messages. 
And—your transmission will not interfere with radios, tele- 
vision, telephone, or telegraph services near the railroad. 


Compact, lightweight equipment 

This new “UNION” I.T.C. System—designed especially for 
diesel-electric or electric locomotive installations—consists of 
a transmitter and a receiver which are mounted on trays in sep- 
arate lightweight equipment boxes. The trays float on shear-type 
rubber mountings that absorb shock and vibration. The small 
size of the units permits you to mount them where you can get 
at them easily for maintenance or testing. 


Get in touch with our nearest District Office for complete 
information. 


UNION SWITCH & SIGNAL 


DIVISION OF WESTINGHOUSE AIR BRAKE COMPANY 


SWISSVALE SN PENNSYLVANIA 


NEW YORK CHICAGO ST. LOUIS SAN FRANCISCO 


“UNION” I.T.C. equipment 

is easy to maintain and test. 

~~», Each unit is coupled to the 
; system with fixed - position 
plug connectors. Good solid 

; connections are made when 

| you put the tray in and 
opened when you take it out. 
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Week at a Glance 


Can There Be a “Formula” to encourage, or require, 
purchase of more freight cars by railroads? Some gov- 
ernment officials concerned with transportation appar- 
ently think there can be. 9 


Something New in Taxation of Trucks—an outgrowth 
of the weight-distance tax, but based on number of 
axles, rather than gross weight—-has been enacted by 
the Ohio legislature. 10 


Railroads Would Not Be Liable for freight loss or dam- 
age resulting from the 1951 Kansas City flood, if a 
Texas court decision becomes the ruling case. But 
under a federal district court decision in Oregon, rail- 
roads—and common carrier truckers, too—would be 
liable for damages caused by failure to carry freight 


11, 12 


across picket lines around strikebound plants. 


Would Increased Use of Impact Recorders, plus prompt 
handling with crews guilty of moving cars roughly, 
help in reducing freight loss and damage? This query, 
and some answers thereto, make up this week’s Question 


and Answer department. 20 


Use of Containers to Cut Costs and improve handling 
of l.c.l. freight is the subject of an experiment on the 
St. Louis-San Francisco. 22 


FORUM: First Things Should Come First, in public re- 
lations as in everything else; one of our many cor- 
respondents makes some pertinent suggestions as to 
order of precedence. 19 


BRIEFS 


David B. Robertson will not be a candidate for reelec- 
tion to the presidency of the Brotherhood of Locomo- 
tive Firemen & Enginemen, he told delegates to a union 
convention, now in session at Boston, at the end of his 
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Current Statistics 


Operating revenues, five months 





| SRE EE ee ee .$ 4,402,826,098 

BEE i. issitnebaneciiandieeievenscmelenae 4,306,097 ,045 
Operating expenses, five months 

NURI 9 Sachi citeascoiesscecousDhosteocerthd $ 3,333,902,343 

WOME”. piccvcanocncnnansenevabseovnoenonns 3,354,709,662 
Taxes, five months 

NE ~ cisiausebonkcusteasonirea coun $ 528,215,942 

BINNIE. \icciicncknssodiincicineppeninieseeneee 506,47 1,365 
Net railway operating income, five months 

1953 448,770,942 

1952 : 374,463,064 
Net income, estimated, five months 

fe Rs Pectin $ 338,000,000 

NE Vravicsccusiccgicedeeieinniebbecees 260,000,000 
Average price railroad stocks 

Pe Bk PR eskatisencevpasesiesin 64.03 

TE AOE ok sj perreruress 63.65 
Car loadings revenue freight 

Twenty-seven weeks, 1953 .. 19,598,858 

Twenty-seven weeks, 1952 .. 18,983,441 
Average daily freight car surplus 

he on 36,667 

DIE Te, FOIE scincenoscsivoteesviss 47 A67 
Average daily freight car shortage 

Pele PE IIE iaoncseicctisstonss 4,342 

nah | Ay: > Sane eaeees 1,497 
Freight cars delivered 

POPU YE I saptch ch ctencecttarvactons 6,463 

ng, Ree: oe eee 6,11 
Freight cars on order 

es 52,315 

A. ee 99,615 
Freight cars held for repairs 

eT Oe ee ee ee 94,321 

pee: 9 BOR ws. 100,854 


Average number of railroad employees 
Mid-June, 1953 ..........00.000. 1,228,201 
Wid sune, TIER © .....<0c.000.005:. 1,225,134 
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Week at a Glance CONTINUED 


keynote address. Mr. Robertson, 76, has headed the 
B. of L.F.&E. since 1922. In his address, in addition to 
announcing his coming retirement, Mr. Robertson called 
for “higher wages,” “longer vacations,” “stronger se- 


curity legislation,” etc., etc., ete. 


Repeal of the Excise Tax on Passenger Traffic was 
urged again last week, this time by Robert R. Young, 
chairman of the Chesapeake & Ohio. Mr. Young wired 
the House Ways and Means Committee that “first con- 
sideration” be given to ending the 15 per cent tax, 
which was imposed to discourage travel in World 


War IL. 


Discontinuance of Free Pick-Up and Delivery services 
is being discussed pro and con by western railroads 
following the eastern roads’ success in obtaining a 
“plus charge” for such services. 


The Erie recently sought permission of New York’s Pub- 
lic Service Commission to discontinue the round-trip 
of a red-ink train, running part way across the state’s 
“southern tier” and back again. The commission com- 


promised by granting permission for discontinuance of 
the train in one direction, but not in the other. 
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Westinghouse Compressor 
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in the Westinghouse CD Compressor 


When it comes to a reputation for dependability— 
it’s hard to beat the one established by Westinghouse 
steam-driven air compressors. Tens of thousands are 
still chugging away on the sides of steam locomotives 
—and each is a guarantee of a positive, dependable 
air supply. 

The same fine engineering that made this compressor 
such a completely reliable performer is behind the 
Westinghouse CD Compressor for Diesel service. 
Every feature that will contribute to dependability, 
efficiency, and trouble-free service has been included. 


These include: 


1) Radiator Type Intercooler between high pressure 
and low pressure cylinders. This reduces the tempera- 
ture of the discharge air, and boosts efficiency. 


2) Full pressure type lubrication system. A constant 
flow of filtered oil is maintained to connecting rod 
crankshaft bearings and wrist-pin bearings. 


3) Cylinder wall and main crankshaft ball bearings 
are positively lubricated by a throw-off of oil from 
connecting rod bearings. Oil pressure relief valve 
**meters”’ the oil in accordance with compressor speed. 


To give your new Diesel units a completely reliable 
air supply ...use Westinghouse CD Compressors. 


« Westinghouse Air Brake Co. 


AIR BRAKE DIVISION 
WILMERDING, PA. 
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More users buy more ASF 
Kide-Contro! trucks than all 
other trucks combined / 


The truck that gave the HIGHBALL 
to modern freight movement : 


A revolution in freight handling started 
in 1944. Practically overnight, freight 
cars were built that rode safely and 
smoothly, at practically any speed, empty 
or fully loaded. Cars that gave greater 
protection to lading and carried it to des- 
tination faster. 

It seems hard to believe now that all 
these advantages were gained so quickly 
by just one new concept of railroad truck 
design: long spring travel with constant 


friction control. And yet that concept— 
developed by ASF and introduced in the 
ASF Ride-Control Truck—gave the 
‘“*Highball”’ to modern freight movement! 

The strongest testimonials to the per- 
formance of ASF Ride-Control Trucks 
come from the railroads themselves. To- 
day, over 300,000 car sets of these trucks 
have been ordered—and re-ordered—by 
174 railroads and car owners. More are 
specified than all other trucks combined! 


For high speeds, smooth riding, low maintenance... 
Specify ASF Ride-Control Trucks when you order new cars. 
Let a qualified ASF Representative show you how this modern 
truck can reduce your costs per car mile. Write us today. 


American Steel Foundries 


410 North Michigan Ave., Chicago 11, Il. 


Canadian Sales: International Equipment Co., Ltd., Montreal, Quebec 


Look for thie MINT.) MARK on the Selig gear you specity 
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Cast Steel 
Brake Beams 


Ride-Control 


‘Simplex 


Trucks Snubbers 
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D.T.A-1.C.C. Want More Buying 


Knudson reveals proposed new “formula” will encourage, 


if not require, more equipment purchases 


The Defense Transport Administra- 
tion and the Interstate Commerce Com- 
mission are working on a “formula” 
to encourage, if not require, railroads 
to acquire enough equipment “to guar- 
antee service to the public.” 

Administrator James K. Knudson of 
D.T.A. revealed that such a formula is 
in the making when he appeared before 
a House Appropriations subcommittee 
on June 18. The House group has just 
released a record of the testimony. 

Mr. Knudson did not explain the 
nature of the D.T.A.-LC.C. formula. He 
did indicate it will be directed toward 
“certain railroads who do not now own 
equipment but who hold themselves 
out as common carriers.” 

The D.T.A. administrator told Rail- 
way Age last week that the formula is 
now in the “terminal stages,” and it is 
hoped that formal announcement can 
be made “before very long.” He said 
representatives of the carriers have 
helped work on the proposed formula. 

“We hope the formula will be em- 
braced by the railroads, if and when it 
comes out,” Mr. Knudson said. He said 
he believes it will “hold water” legally, 
and if not accepted voluntarily, pro- 
ceedings could be instituted to require 
it. 

The context of Mr. Knudson’s com- 
ments to the House subcommittee 


indicated that he was referring only to 
freight cars. 

The statement about the new equip- 
ment formula was made to the Ap- 
propriations subcommittee when Mr. 
Knudson appeared there in support of 
a $500,000 appropriation request for 
D.T.A. in fiscal 1954. The subcommit- 
tee has since recommended an appro- 
priation of $350,000. 

Elsewhere in his statement, Mr. 
Knudson commented on the govern- 
ment’s tax amortization program which 
he called “a real genuine incentive.” 
He said: 

“I am sure the railroads would with- 
draw every one of these orders which 
they have now placed for freight cars 
of they did not have this accelerated 
tax-amortization incentive. The same is 
true for diesel locomotives and the same 
is true to a lesser extent for some of 
the other equipment.” 

The D.T.A. administrator was critical 
of one phase of the government’s 
mobilization program of the past three 
years. He said one of the “basic short- 
comings” of the program has been the 
failure of the planners to provide for 
the making of more heavy steel of 
various kinds, including rails. 

“All of these new steel plants which 
have been amortized and one thing and 
another are not producing a pound of 





NEW YORK CENTRAL, CHESAPEAKE & OHIO, TO COOPERATE 
IN DEVELOPING LIGHT-WEIGHT, LOW-COST PASSENGER CARS 


The New York Central and _ the 
Chesapeake & Ohio have jointly an- 
nounced they have entered a_ joint 
arrangement looking to the building 
of passenger-carrying cars of lighter 
weight and lower cost than present 
equipment, for operation on their re- 
spective railroads. 

Continuing hugh deficits from op- 
eration of passenger trains remain a 
major industry problem, according to 
William White, president of the NYC, 
and Walter J. Tuohy, president of the 
C & O. Last year, they point out, the 
industry lost over one-half billion dol- 
lars handling passengers, mail, bag- 
gage and express. They also call 
attention to the fact that today a 
passenger coach costs over $2,000 per 
seat, as against $350 per seat in 1926, 
and that “this huge increase in cost 


makes imperative a less costly car that 
will meet public acceptance and ne- 
cessary standards of safety.” 

Both carriers regard this program 
of pooled research on equipment de- 
sign as one of the important ap- 
proaches to the solution of the pas- 
senger traffic problem. Both presidents 
believe this is also an important ap- 
proach in the solution of the problem 
of winning back travel markets which 
continue to be lost to competing 
forms of transportation. 

The arrangement calls for conduct- 
ing the project on the basis of equal 
participation, taking full advantage of 
the engineering skill and experience 
available not only among personnel 
of the two railroads, but also among 
leading manufacturers of railway pas- 
senger equipment. 
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heavy plate or rail in excess of the 
pre-Korean capacity.” 

Ihe consequence, he added, is that 
for two or three years the railroads will 
have difficulty getting steel even in a 
free market without the controlled ma- 
terials plan, to build and rebuild their 
tracks and to build more freight cars. 

The proposed $500,000 appropriation 
for D.T.A. for the current fiscal year 
compares with $2,200,000 appropriated 
in fiscal 1953. As a result of this cut, 
Mr. Knudson said the number of em- 


-ployees will be reduced to 65. At the 


end of June the agency had 256 em- 
ployees, 150 of which were on the 
so-called 1.C.C. working fund payroll. 


Roads Still Opposed 
To Trip-Leasing Bill 


The railroads are continuing their 
opposition to the so-called trip-leasing 
bill, now that the legislation is pending 
before the Senate Interstate Commerce 
Committee. The bill, H.R. 3203, was 
passed by the House June 24. 

Further arguments against the meas- 
ure were presented at a July 9 hearing 
before the Senate committee. Various 
labor organizations and the Interstate 
Commerce Commission also oppose the 
bill. 

The trip-leasing bill was initiated 
after the United States Supreme Court 
upheld an [.C.C. order prescribing 
truck-leasing rules, including regula- 
tions which prohibit trip-leasing and 
rental payments of the revenue-split- 
ting type. Major farm groups are the 
principal proponents of the legislation. 

Carl Helmetag, assistant general 
counsel of the Pennsylvania, and 
Thomas L. Preston, general solicitor of 
the Association of American Railroads. 
represented the railroads at the July 9 
hearing. As at earlier hearings on the 
House side, they contended the IL.C.C. 
rules are the “only feasible solution” 
to the problem of “gypsy” truck oper 
ators (Railway Age, May 4, page 13). 


Freas, Named to I.C.C., 
Approved by Senate Group 


The nomination of Howard G. Freas 
to the Interstate Commerce Commission 
was cleared by the Senate Interstate 
Commerce Committee on July 15. Ap- 
proval by the committee came after a 
public hearing that set something of a 
record for brevity. 

The hearing began at 10 a.m. and 
was completed at 10:03. In the inter- 
vening minutes, the committee heard 
Senator Knowland, Republican of Cali- 
fornia, commend Mr. Freas “without 
any reservation whatever.” Senator 
Knowland said Mr. Freas’ appointment 
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is one “based on merit,” and he will 
make an “outstanding commissioner.” 

Senator Tobey, the committee chair- 
man, placed in the record a letter of 
similar sentiment from Thomas H. 
Kuchel, junior Senator from California. 
The letter predicted Mr. Freas “will 
equit himself with distinction as a mem- 
ber of the commission.” 

President Eisenhower submitted Mr. 
Freas’ nomination to the Senate on July 
9. He was named to succeed Commis- 
sioner William E. Lee, whose term on 
the commission expired December 31, 
1952. The Freas term will expire De- 
cember 31, 1959. 

The new appointee, a Republican, 
was born July 13, 1900, at Fogelsville, 
Pa. He was graduated from Mercers- 
burg Academy in 1921, attended the 
Universities of Nevada and California 
and studied Law at La Salle University. - 

Mr. Freas has had 33 years of trans- 


Competitive Transport 


portation experience, including 24 
years with the California Public Utili- 
ties Commission. Since 1935 he has 
served as rate expert and examiner 
with the California commission. 

Prior to his service with the P.U.C., 
Mr. Freas served for several years with 
railroads in Pennsylvania and Cali- 
fornia. 

Mr. Freas currently is president of 
the Association of Interstate Commerce 
Commission Practitioners and chairman 
of that group’s Executive Committee. 
He also is chairman of the Tariff Sim- 
plification Committee of the National 
Association of Railroad and Utilities 
Commissioners. 

Commissioner Lee, whom Mr. Freas 
would succeed, has been a member of 
the LC.C. since 1930. Originally ap- 
pointed by President Hoover, he was 
re-appointed by both Presidents Roose- 
velt and Truman. 





Ohio Adopts “Axle-Mile” Tax 


New type of truck levy, based on number of axles and 
miles traveled, is expected to produce $20 million per year 


in highway revenue 


A new kind of tax on heavy long- 
distance trucks, based on number of 
axles times miles traveled, was adopted 
by the Ohio legislature July 9, to 
become effective next October 1. 


Described as an “outgrowth of weight 
distance taxes” now in effect in Oregon 
and New York, and as an attempt “to 
make heavy trucks pay a fairer share 
of road costs,” the new tax is expected 





DOMESTIC AIR MAIL AND NON-LOCAL FIRST CLASS MAIL— 


A COMPARISON 


(Fiscal Year 


Domestic Air Mail 
(Excl. Air Parcel Post) 


1952) 


Non-local First- 
—Closs Mail __ 





Pe rr renner tems OUP 


Fe Ta in. cn. wins< vad wae oes hk eee 


PS ho co 50 0:4 wot ck enblwencieanenaeie 


Total revenues to Post Office Department .......... 
PIR a bg a ee 


Total apportioned expenditures ............eeeceece 
Total payments for Transportation: 
ES OT NN oc. .5.0200decbabbs sevese 
EN Nak SS PaINS 5 ack os o-necksbaues Wea 
To all other forms of transportation ............ 


Expenditures exceeded revenues by ..........esse0: 
Revenues exceeded expenditures by ............+0+- 
Revenue to Post Office per ton-mile ............. yaw 
Expenditures by Post Office per ton-mile ...........- 
Carrier revenue per ton-mile ..........00.ceeeeeees 


Revenue to Post Office per piece ..........seeeeeees 
NS OE NO ios 6 nuk os sv a0.en bite Vapbee eines 
Carrier revenue per piece .........cseecseesees sees 
Miles average piece carried ..............cce cece 
Revenue to Post Office per pound .........ceeeee00- 
OE 5. > 6k 0:0 000600 2knecanasoets 
COVENT ROCRRID-0OF MOURNE 0s. cscnecdabacenesaesees 
Miles average pound carried ..........e0seeeeceees 


27 430,333 125,004,869 
18% 82% 
1,374,161,356 17,447,007,780 
7% 93% 
44,201,863 508,804,108 
8% 92% 
$91,692,562 $575,015,335 
14% 86% 
$113,618,725 $553,097,118 
$34,648,427(a) © $69,321 
$1,879,322 $40,600,455 (b) 
$184,225 $4,292,435 
$21,926,163 
$21,918,217 
$3.34 $4.60 
4.14 4.42 
1.34 0.36 
6.67¢ 3.30¢ 
8.27¢ 3.17¢ 
2.67¢ 0.26¢ 
1,241 491 
$2.07 $1.13 
2.57 1.09 
0.83 0.09 
1,241 491 


Not all of the non-local first-class mail (other than air) was handled by railroad, and not all 


domestic air mail was handled by domestic air lines. 


The Cost Ascertainment Report does not indicate 


exactly how much of the total was handled by each form of transportation, but on the basis of 
payments to the several forms of transportation, it is reasonable to assume that approximately 90 
per cent of all non-local first-class mail was handled by railroad in fiscal year 1952, and that ap- 
proximately 95 per cent of all domestic air mail was handled by domestic air lines. 





(a) Includes $15,775,352 subsidy payments. 


(b) Includes payment for rental of railroad post offices on wheels provided for sorting and distribution 
of mail en route. No comparable service is provided by air lines. 





to produce some $20 million per year. 
About 40 per cent of that amount 
would probably be paid by out-of-Ohio 
truckers, who are now untaxed in that 
state, except for such gasoline as they 
may buy there. 

The new axle-mile law—briefly noted 
on page 5 of the June 8 Railway Age— 
requires all trucks or combinations hav- 
ing three or more axles to register with 
the state registrar of motor vehicles, 
paying $2 a year for a highway use 
permit. The truckers also are required 
to keep mileage records and other data 
necessary for collecting the tax, and to 
report and pay on a quarterly basis. 
The schedule of tax rates is: 
®@ One-half cent a mile for single-unit 

trucks of three axles; 

@ One cent a mile for tractor-semi-trailer 
combinations with three axles; 

@ One and one-half cents a mile for 
tractor-semi-trailer rigs with four axles; 

®@ Two cents a mile for tractor-semi-trailer 
combinations with five axles or more; 
and 

@ Two and a half cénts a mile for tandem 
rigs with four or more axles (tandems 
are described as any combination which 
includes a full trailer). 

Author of the new tax, Roger Cloud, 
a Republican attorney-farmer from 
central Ohio, says he got the idea for 
the axle tax while hearing testimony 
on various forms of highway levies 
before the Public Affairs Committee 
of the Ohio House of Representatives. 
He had earlier introduced a weight- 
distance type tax to provide new re- 
venues for road construction. The ad- 
ministration of Gov. Frank J. Lausche, 
a Democrat, also had a weight-distance 
type tax before the legislature, and 
the outgrowth of these was the axle- 
mile levy. 


Easier to Enforce 
Mr. Cloud said he decided on the 


axle-mile tax chiefly because it would 
be easier to enforce. “There will be 
no weighing of trucks required under 
axle-mile as under a weight-distance 
tax,” he is reported to have said. “All 
we'll have to do is to count the number 
of axles to determine the tax rate.” 
To charges that such legislation would 
encourage overloading as_ truckers 
sought to pile bigger loads on fewer 
axles, he cited Ohio’s weight laws 
which limit trucks to 19,000 Ib. per 
axle, and claimed overloading would 
be no problem if those laws were pro- 
perly enforced. 

To meet truckers’ claims that reci- 
procity would “go out the window,” 
the legislature compromised and am- 
ended the law to permit possible future 
reciprocity agreements. The amendment 
set up a reciprocity board authorized 
to work out reciprocal arrangements 
with other states having special carrier 
fees. 

The $20-million axle-mile bill repre- 
sented less than half the new highway 
taxes levied by the Ohio legislature at 
this session. A penny added to the 
existing four-cents-a-gallon gasoline tax 
will provide another $23 million a year 
in new highway revenues. With these 
new funds added to existing taxes, 
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Ohio. will have available for highway 
purposes about $200 million a year. 
The legislature also adopted a_ reso- 
lution submitting a $500-million bond 
issue to vote in the November election. 

According to reports from Colum- 
bus, the axle-mile tax was bitterly op- 
posed by a truck lobby which is 
said to have drawn support from all 
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parts of the country. The truckers 
contended that the tax would be too 
costly to administer, and would “des- 
troy” reciprocity; also that they were 
already paying “a fair share” of the 
highway bill, and that any needed ad- 
ditional revenue should be obtained by 
raising the gasoline tax and motor 
vehicle license fees. 





Decision Sets a Precedent 


Carriers are liable for failure to handle freight through 
Montgomery Ward picket lines, Portland judge rules in 


13-year-old strike damage case 


Federal District Judge James Alger 
Fee has ruled that 54 common carriers 
—including the Great Northern, the 
Northern Pacific, the Union Pacific, the 


Spokane, Portland & Seattle, the North- 
ern Pacific Terminal Company, the 
Railway Express Agency and 48 truck- 
ing companies—are liable for damages 


for failure to handle freight in and out 


of a strikebound Montgomery Ward 
mail order and retail store in Portland, 
Ore., between December 1940 and July 
1941. 

The company has asked damages 
totaling $2.9 million, but the court’s 
present decision concerns only the car- 
riers’ liability. Judgment of damages 
will be considered next by the court. 
\ spokesman for the mail order firm 
has indicated that it will ask the court 
to order payment of the full $2.9 million 
without delay. 

The Ward claim is based upon a 
contention that common carriers are 
obligated to give service without dis- 
crimination “even in the light of mod- 
ern labor conditions.” In his decision, 
Judge Fee admitted that the rail car- 
riers did make attempts to cross the 
picket lines, but characterized the ef- 
forts as “an opera bouffé scene 
dramatic but marked by unreality.” 
There was a show of force by the 
pickets, he said, and the carriers’ agents 
yielded and “did not, in good faith, 
attempt to carry out the switches.” 

Later he said: “The ritualistic recog- 





Milwaukee Rebuilds Old Electrics 


Four units converted to two passenger locomotives, 
equivalent to 4,500-hp. diesels 


The Chicago, Milwaukee, St. Paul 
& Pacific is making two passenger 
locomotives out of four electric units, 
built in 1915 by the General Electric 
Company. 

The conversion work, done at Ta- 
coma, Wash., is the first complete 
shopping job ever performed on any of 
the railroad’s electrics. One of the 
rebuilt locomotives is now in service 
on the Rocky Mountain division be- 
tween Avery, Idaho, and Harlowton, 
Mont. 

For improved appearance and _ bet- 
ter visibility, contours were stream- 
lined and a change was made in the 
operator's cab of the “A” unit. Al- 


though the locomotives are equipped 
with controls in each cab, it is in- 
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THE MILWAUKEE’S Tacoma, Wash., shopmen see the 
rebuilt locomotive off on its maiden trip. 
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tended that they will be operated with 
the “A” end ahead. Roller-bearing en- 
gine trucks from dismantled F-7 steam 
locomotives were applied. A steam 
generator was installed in the rear end 
of each cab, together with an addi- 
tional water tank and necessary fuel 
oil tanks. 

Engineman’s and fireman’s seats and 
auxiliary equipment, such as_ speed 
recorders, headlight and air horns, con- 
form to best modern practices. 

It is contemplated that operating 
characteristics comparable to 4,500-hp. 
diesel locomotives will be secured, and 
that these locomotives can be oper- 
ated for less than 20 cents per loco- 
motive-mile for at least the next four 
or five years. 

















THE FIRST rebuilt locomotive, now 
called the E-22, on its trial run. 





ONE of the locomotives as it looked when it first went 
into service in 1915. 
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nition of a ‘picket line’ under all cir- 
cumstances by common carriers because 
of union pressure lays the foundation 
for a general strike and class war... . 
The insistence upon the paramount ob- 
ligation of an employee to some distant 
union, irrespective of law or morality, 
is the basis of the Marxian conflict of 
classes. It has no place in the American 
way of life.” 

He said the carriers “had legal ex- 
cuse to stand their ground and attempt 
to carry out their obligations. If a strike 
of their own employees occurred, they 
would still be under obligation to use 
all means within their power to attempt 
to receive, transport and deliver to 
Wards.” 

“The carriers violated their obliga- 
tions by boycotting Wards and cutting 
it off from access to the facilities of 
commerce in order to stay in business 
themselves. It is only just that they 
should pay the damage to Wards.” 

Commenting on the decision, Walter 
R. Rouse, vice-president and general 
counsel for the UP, said he felt Judge 
Fee’s decision was not supported by 
the facts in the case. Almost daily effort 
was made, he said, to get crews to go 
into the struck plant, and there was 
real violence or threat of violence. 

A spokesman for one of the other 
defendant roads termed it “a rather 
ridiculous decision which raises a very 
far-reaching question which may go to 
higher courts. The decision is full of 
generalities and often without reference 
to the record.” He said he could not 
grasp Judge Fee’s contention that 
picket lines—‘recognized as lawful”— 
must be penetrated by carriers “even 
at the risk of killing people” to carry 
out common carrier obligations. 

The suit was originally filed by 
Wards in December 1942, although it 
was not heard by Judge Fee until June 
1951. It consumed only nine trial days 
because pre-trial conferences produced 
3,600 pages of agreed evidentiary facts 
which were brought to the court for 
signature as a pre-trial order. 


Court Holds Roads Aren't 
Liable for Flood Damage 


The first appellate court decision con- 
cerning railroad liability for damage to 
or destruction of freight by the famous 
Kansas City flood of July 1951 has 
just been handed down by the Texas 
Court of Civil Appeals, in an opinion 
written by James R. Norvell, associate 
justice. His finding: The flood was an 
Act of God and the carriers are there- 
fore not liable for damage caused by it. 

The decision was in an _ action 
brought to recover $9,000, representing 
the value of 23 steers which died at 
Kansas City during the flood. The ship- 
ment consisted of two cars containing 
44 steers, of which 21 survived. It was 
routed from Omaha to San Antonio via 
Kansas City. After the shipment had 
moved through Kansas City, the roac- 
bed of the Kansas City Southern was 
washed out by high water and the 
train containing the shipment of cattle 
was returned to Kansas City, where 


the cattle were unloaded at the stock- 
yards, They were not reloaded before 
the yards were inundated by the flood. 

The suit, brought by Roeglein Pro- 
visions Company against the Missouri- 
Kansas-Texas Railroad of Texas, was 
tried in August last year before Judge 
Quinn in the District Court of Bexar 
county, sitting in San Antonio. While 
the jury at the trial found that the 
flood was an Act of God, it further 
held that the plaintiff should recover 
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for its loss because the railroad was 
negligent in not getting the cattle to 
a place of safety after they had been 
unloaded at Kansas City and in failing 
to provide food and water. 

The Texas Court of Civil Appeals 
affirmed the finding that the flood was 
an Act of God and went further to 
reverse the finding of subsequent negli- 
gence, ultimately holding that the plain- 
tiff should recover nothing from the 
defendant railroad. 





‘Don’t Expect The Impossible’ 


Commissioner Owen Clarke, in 1951 speech, outlined his 


philosophy that regulation cannot expect “limousine service 


on a wheelbarrow income” 


A two-year-old speech took on new 
significance last week with the arrival 
of Owen Clarke as a member of the 
Interstate Commerce Commission. The 
speech was made by Mr. Clarke on 
September 21, 1951, shortly after he 
resigned as chairman of the Washing- 
ton Public Utilities Commission. 

In the 1951 speech Mr. Clarke out- 
lined his “philosophy” of regulation. It 
added up to this: “Regulation should 
expect and require management to pro- 
vide the best possible service with the 
funds provided by the rate payer. But 
it should not expect the impossible. 
Regulation cannot expect limousine 
service on a wheelbarrow income.” 

The speech was delivered before a 
meeting of the Pacific Northwest Ship- 
pers Advisory Board. Asked last week 
if he still held to the views expressed in 
the speech, Commissioner Clarke said 
“generally” that he did. Mr. Clarke 
was sworn in as a member of the I.C.C. 
on July 10. 

A regulated utility, Mr. Clarke said 
in 1951, cannot operate in defiance of 
economic conditions. He said poor 
service must inevitably follow inade- 
quate rates, “just as surely as night 
follows day.” Many people, he asserted, 
do not accept the theory that there is 
a direct relationship between cost and 
service. 

Mr. Clarke said he was confident, 
however, that his views were shared by 
nearly every state public service com- 
mission and by a majority of the I.C.C. 
Yet, he said, there still is something 
“fundamentally wrong with our present 
regulatory methods.” 

Undertaking a “critical analysis” of 
these ‘regulatory methods” led Mr. 
Clarke to a conclusion that two “simple 
amendments” to the rule of rate-making 
are needed: 

“First, in disposing of general rate 
cases, the I.C.C. should be relieved of 
any authority or responsibility for con- 
sidering the ‘effect of the rates on the 
movement of traffic.’ 

“Second, the amended rule should 


make it mandatory for the commission 
to grant advances on teh simple show- 
ing by the carriers that substantial in- 
creases in operating costs have been 
incurred. Subsequent hearings could 
then deal with the intricate question of 
rate relationships and any questions 
that might arise with respect to exces- 
sive earnings by individual carriers.” 

These amendments, Mr. Clark con- 
tinued, would produce only “one major 
change.” There would no longer be any 
occasion for the commission to take 
prolonged testimony on general eco- 
nomic trends, inflationary forces, and 
the ability of particular industries to 
bear additional transportation costs. 

“Final responsibility for gauging the 
effective demand for various classes of 
railroad service would thus be placed 
with private management, where I be- 
lieve it belongs,” he said. 

Earlier in the speech, Mr. Clarke had 
said the I.C.C. since 1920 “has assumed 
some of the most important functions of 
private management.” He said the 
commission, in deciding rate cases, has 
“consistently reserved the right to for- 
mulate and act on its own judgment 
regarding the probable effect of par- 
ticular rate adjustments on: (1) the 
general economy of the country, (2) 
the competitive position of the rail- 
roads, and (3) public relations of the 
railroads.” 

Commenting on “regulatory rigidi- 
ties,” Mr. Clarke said 1.C.C. procedure 
in postwar general rate cases has been 
“legalistic and at times ponderous,” 
and the result has been to create time 
lags, so that carriers as a whole have 
not benefited frém the general pros- 
perity. 

“This reversal of the historic rela- 
tionship between railroad prosperity 
and the general level of business activi- 
ty, creates a grave problem of public 
policy, for if the carriers are not per- 
mitted to realize high earnings in the 
midst of general economic prosperity, 
their prospects for continued solvency 
are poor,” Mr. Clarke said. 
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Patterson Leaves I.C.C. 
After 39-Year Career 


Interstate Commerce Commissioner 
William J. Patterson retired July 10, 
rounding out a career with the commis- 
sion which began in 1914. As staff 
member and later as commissioner, Mr. 
Patterson served longer with the L.C.C. 
than any previous member of the com- 
mission, 

Mr. Patterson’s latest term as com- 
missioner expired December 31], 1952, 
but he continued to serve until his 
successor was appointed and approved. 
The successor is Owen Clarke, whose 
nomination was confirmed by the Sen- 
ate July 8 (Railway Age, July 13, 
page 18). 

The LC.C. held a special session on 
the afternoon of July 10 to mark the 
occasion of Commissioner Patterson’s 
retirement. During the session Chair- 
man J. Monroe Johnson spoke of Mr. 
Patterson’s “outstanding” accomplish- 
ments in the field of safety. 

Commission Patterson was presented 
with a scroll, signed by his fellow com- 
missioners, as a “reminder of a long 
and pleasant association.” A part of 
the ceremony was the swearing in of 
Mr. Clarke, the new commissioner, 





William J. Patterson 


whom Mr. Patterson conducted to his 
seat on the bench. 

Commissioner Patterson, 73, was 
born June 4, 1880, at Neenah, Wis. He 
entered railroad service as a call boy 
for the Wisconsin Central at Stevens 
Point, Wis., and went on to become 
brakeman, fireman, switchman and con- 
ductor on various railroads. From 1906 
to 1914 he was a conductor on the 
Northern Pacific. 

His service with the L.C.C. began in 
1914, and he served until 1918 as an 
inspector of safety appliances. In 1918 
he was named assistant director of the 
L.C.C.’s Bureau of Safety, and con- 
tinued in that position until 1934, when 
he was made director. He was serving 
in this capacity in 1939, when he was 
appointed a member of the commission. 

Commissioner Patterson took office 
August 1, 1939, succeeding Commis- 
sioner Balthasar H. Meyer, and as a 
result of his experience with the Bureau 
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of Safety he became the commission’s 
expert on safety regulations. He in- 
vestigated, and prepared reports on, 
any major railroad accident that 
occurred. 

Mr. Patterson served as chairman of 
the commission in 1944. In 1934-1936 
he served as a member of the Mechan- 
ical Advisory Committee to the Federal 
Co-ordinator of Transportation. 
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Post Office Urges Denial 
Of New Mail-Pay Petition 


Postmaster General Summerfield ad- 
vised the Interstate Commerce Com- 
mission last week that the railroads 
already are being paid enough—and 
in some cases too much—for trans- 
porting mail. 

Mr. Summerfield’s solicitor, Ross Riz- 
ley, filed the statement in response to 
a railroad petition for increased mail 
pay. The roads have asked for a boost 
of not less than 45 percent(Railway 
Age, July 6, page 12). 

Railroad allegations about increased 
operating costs since 1951 “do not 
justify” the conclusion that existing 
rates for transporting mail are too low. 
the post office said. 

“General increases in operating ex- 
pense would not justify an inference 
that the unit cost of transporting mail 
has increased or that present rates are 
less than fair and reasonable,” the 
department added. It said consideration 
must be given to “technological im- 
provements and other operating ef- 
ficiencies,” as well as to any failure 
on the part of the roads to “effect 
economies in their operations.” 





16,000 COMMUTERS — NONE 
PROTEST FARE INCREASE! 


Members of the Illinois Commerce 
Commission did a double-take July 
14, when the Chicago, Burlington & 
Quincy petitioned for an increase in 
suburban fares. 

After Julius J. Alms, general pas- 
senger traffic manager, testified that 
the road had spent $15 million mod- 
ernizing the road’s Chicago suburban 
service (Railway Age, July 13, page 
17), Forrest B. McElroy, hearing ex- 
aminer, looked about the room for the 
usual commuter objectors. Only one 
attorney stepped forward. He said he 
represented one of the suburban 
villages and was on hand merely as 
an observer. 

The examiner, in the absence of 
additional evidence, closed the case 
with only the road’s testimony on the 
record. 





Other “highly important factors” to 
be considered include the comparison 
of revenue received from mail with 
revenue received from other services 
rendered in passenger-train service. The 
post office said comparison must be 
made between the unit expense of mail 
service and the unit expense of other 
services in passenger trains. 

The post office statement charged 
that mail rates set in 1951, as applied 
to certain mail transportation opera- 
tions, are “in excess of fair and reason- 
able rates.” 

“To the extent that rates now being 
paid applicant railway common car- 
riers for transportation of mail matter 
exceed payments received by them— 
from the Railway Express Agency for 
similar services rendered in transpor- 
tation of express, such rates are in 
excess of fair and reasonable rates for 
transportation of mail,” the department 
said. 

The statement went on to say that 
the I.C.C. is required under the Rail- 
way Mail Pay Act of 1916 to furnish 
information as to payments received 
by railroad companies from REA in 
form that will permit the postmaster 
general to arrange for transportation 
of mail at rates “not exceeding those 
received by railroad companies for 
similar services rendered in transpor- 
tation of express matter.” 


Rates Cut on Livestock 
Feed to Drought Areas 


Western railroads, in cooperation 
with the federal government’s drought 
relief program, put into effect July 1 a 
rate reduction of 50 per cent on live- 
stock feed moving to stricken south- 
western states. The reduced rates apply 
from points in western territory to 
areas designated as drought stricken by 
the U.S. Department of Agriculture, 
and are effective on government billings 
or billings approved by the government. 


Figures of the Week 





Freight Car Loadings 


Loadings of revenue freight in the 
week ended July 11 totaled 721,454 
cars, the Association of American Rail- 
roads announced on July 16. This was 
an increase of 51,222 cars, or 7.6 per 
cent, compared with the previous week ; 
an increase of 149,092 cars, or 26 per 
cent, compared with the corresponding 
week last year; and a decrease of 57,- 
854 cars, or 7.4 per cent, compared 
with the equivalent 1951 week. 

Loadings of revenue freight for the 
week ended July 4 totaled 670,232 cars; 
the summary for that week, compiled 
by the Car Service Division, A. A. R., 
follows: 
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REVENUE FREIGHT CAR LOADINGS 
For the week ended Saturday, July 4 
19 


District 1952 1951 

ae 110,314 72,846 96,687 
Allegheny ..... 129,886 59,242 121,611 
Pocahontas ... 21,514 15,301 18,680 
Southern ...... 104,907 86,110 90,204 
Norihwestern .. 127,674 54,734 115,641 
Central Western 117,260 109,648 96,225 
Southwestern . 58,677 49,635 49,081 


Total Western 
Districts ..... 303,611 214,017 260,977 


Total All Roads 670,232 447,516 588,159 


Commodities: 
Grain and grain 


products .... 58,405 59,696 39,468 
Livestock ...... 5,447 4,626 6,178 
| 31,793 24,103 27,503 
eyes ae 11,530 3,290 14,074 
Forest products . 41,165 32,391 30,686 
PS 91,737 9,129 84,109 
Merchandise |.c.!. 65,835 56,482 62,037 
Miscellaneous .. 364,320 257,799 324,104 
ee gi a 670,232 447,516 588,156 
PEP 818,450 646,480 821,615 
Oe Jee 812,578 643,969 832,942 
ua | Sea . 797,425 631,042 826,883 
a ere 775,489 684,247 813,326 


Cumulative total 
weeks... .19,598,858 18,983,441 20,506,472 


In Canada.—Carloadings for the 
nine-day period ended June 30 totaled 
110,357 cars, compared with 85,518 
cars for the previous seven-day period, 
according to the Dominion Bureau of 
Statistics. 


Revenue Total Cars 
Cars Rec'd from 
Loaded Connections 
Totals for Canada: 
June 30, 1953 .... 110,357 44 
June 30, 1952 ..... 100,725 39/864 
Cumulative Totals 
June 30, 1953 ..... 1,939,184 827,844 
June 30, 1952 ..... 2,004,102 871,221 


Average Ton-Mile Revenue 
Runs Higher This Year 


: Average revenue per ton-mile for 
Class I railroads was 1.505 cents in 
the first four months of 1953. the Bu- 
reau of Transport Economics and Sta- 
tistics, Interstate Commerce Commis- 
sion, reported last week. 
_An article in the bureau’s “Monthly 
Comment” said average ton-mile rev- 
enue this year was 9.1 per cent higher 
than in the like period of 1952. In the 
first four months of 1952 the average 
was 1.380 cents. 
A major reason for the difference. 
the bureau said, was the rate increase 
granted in Ex Parte 175, which became 
effective in May 1952. The bureau went 
on to say, however, that average revenue 
per ton-mile is affected not only by 
changes in rates but also by changes 


in composition of freight traffic, as well 
as by length of haul. 

Average ton-mile revenue varies be- 
tween territories. In the January-April 
period this year the Eastern district, 
with 1.681 cents, was highest. Average 
for the Pocahontas region was 1.111] 
cents; for the Southern region, 1.487 
cents, and for the Western district, 
1.455 cents. 

Using the fiscal year ended June 30, 
1946, as an index of 100, the LC.C. 
bureau found that average ton-mile 
revenue for the calendar year 1952 was 
149.9. Thus the average had increased 
49.9 per cent during the six-year period. 


Labor & Wages 





Rutland Strike Ended 


The first strike in the 105-year history 
of the Rutland ended July 15. All oper- 
ations of the 400-mile road had been 
completely halted since June 26, when 
non-operating employees struck for an 
hourly wage increase of 14 cents (Rail- 
way Age, July 6, page 15). 

The strike-ending agreement—signed 
by Lawrence Richardson, Rutland pres- 
ident, and representatives of nine 
unions—provided for a wage boost of 
2'4 cents an hour retroactive to Sep- 
tember 20, 1952, and an additional in- 
crease of 1%4 cents an hour effective 
July 17. Cost-of-living increases were 
also stipulated in the agreement, to be 
payable quarterly on the basis of the 
Department of Labor’s Statistical Bu- 
rea index. 


Operations 





Burlington Reduces 
Delivery Guarantee 


Guaranteed sixth-morning delivery of 
perishable freight from California 
points has been announced by the Chi- 
cago, Burlington & Quincy. The an- 
nouncement was made too late for in- 
clusion in last week’s Railway Age, 





Unit Cost of Fuel Purchased by Class | Roads 











Index 1946-100 
Coal f.o.b. mines Fuel oil Diese! fuel Electric current* 
April Cost per Cost per Cost per Cost per 
net ton Index barrel Index gallon Index k.w. hour Index 
1946 $2.82 100.0 $1.23 100.0 5.24¢ 100.0 0.872¢ 100.0 
1947 3.29 116.7 1.55 126.0 6.99 133.4 0.924 106.0 
1948 4.26 151.1 2.41 195.5 10.15 193.7 1.017 116.6 
1949 4.40 156.0 1.55 126.0 9.19 175.4 1.032 118.3 
1950 4.50 159.6 1.51 122.8 8.59 163.9 1.047 120.1 
1951 4.58 162.4 1.82 148.0 9.43 180.0 1.001 114.8 
1952 4.59 162.8 1.73 140.7 9.31 177.7 1.036 118.8 
124.4 9.49 181.1 1.075 123.3 


1953 4.80 170.2 1.53 








* Used for yard and train power. 


Reproduced from the “Monthly Comment,” publication of the Bureau of Transport Economics and 


Statistics, Interstate Commerce Commission. 
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SOUTHWESTERN ROADS WILL 
NOT APPEAL DIVISIONS CASE 


Southwestern roads will not appeal 
the Interstate Commerce Commis- 
sion’s decision on the official terri- 
tory-southern divisions case No. 
29886, which, since July 15, has re- 
sulted in official territory roads re- 
ceiving a larger share of joint rates 
on traffic moving between those ter- 
ritories. The Rock Island and Santa 
Fe spearheaded the decision not to 
appeal, viewing increased divisions 
gained by their lines east of the 
Mississippi River as offsetting losses 
incurred west of the river. Indepen- 
dent action by other southwestern 
roads is considered unlikely. 





which reported similar announcements 
from the Santa Fe, the Union Pacific, 
and the Chicago & North Western. The 
guarantee applies to traffic received by 
the Burlington from connections at 
Denver, Kansas City or Council Bluffs. 

Faster service by many transcon- 
tinental routes—a reduction of 24 hours 
in most cases—was placed in effect in 
June and July 1952. But these sched- 
ules were not being guaranteed until 
the announcements referred to above. 
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FREIGHT CARS 


6,463 Freight Cars 
Delivered in June 


New freight cars delivered in June 
for domestic use totaled 6,463, com- 
pared with 6,582 in May and 6,411 in 
June 1952, the American Railway Car 
Institute and the Association of 
American Railroads have announced 
jointly. 

Domestic orders were placed in June 
for 1,463 freight cars, the announce- 
ment added, and the backlog of freight 
cars on order and undelivered July 1 
was 52,315. A breakdown by types of 
cars ordered and delivered in June 
and of cars on order July 1 follows: 











On Order & 

Ordered Delivered Undelivered 

Type June ‘53 June ‘53 = 1, ‘53 
Box—Plain .... 750 1,791 12,717 

Box—Auto .... 0 265 

Pe nua sase'ee 200 189 2,770 
Gondola 320 918 14,677 
Hopper . s 1,898 8,909 
Covered Hopper 10 766 4,362 
Refrigerater ... 0 202 3,154 
eer 159 386 4,348 
Caboose ...... 0 17 133 
CUP diactees 20 31 1,245 
WEeEONE scum 1,463 6,463 52,315 
Carbuilders ... 1,213 3,559 31,385 
Railroad Shops 250 2,904 20,930 


The Norfolk & Western has or- 
dered 500 50-ton box cars from the 
(Continued on page 21) 
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AMERICAN BRIDGE uses unique method 
in replacing 61-year old structure on 


Illinois Central’s busy main line 


NE of the most interesting modernization jobs in recent 
O years is the new superstructure for Illinois Central’s busy 
main line bridge over the Ohio River at Cairo, Illinois 

To accommodate today’s heavier, faster traffic, this impor- 
tant railroad replaced its 61-year old nine-span structure with 
12 modern spans. 

American Bridge, because of its skill, know-how and wide 
experience, was the logical choice to perform the major con- 
struction feat of building the new superstructure on the origi- 
nal piers with a minimum interruption in traffic. 

The first old span of the bridge was rolled off its piers onto 
temporary falsework and the new 518-foot, 1,700-ton span 
moved into position and opened to service after a trafke inter- 
ruption of only 20 hours. The old span was launched like a ship 
into the river 100 feet below for easy removal. The same pro- 
cedure was followed span by span until the entire bridge was 
completed. 

While this is the first time this method has been used on a 
job of such magnitude, it is a typical example of the part 
American Bridge is constant!y p!aying to help our vital rail- 


road systems meet the needs of growing America. 


with minimum interruption in traffic 


INTERESTING FACTS 












@ 6 deck-truss spans, 197’ 7” i] 


4 thru-truss spans, 400’ 11!” 
2 thru-truss spans, 518’ 11” 
Bridge is single track. 

Steel used, 10,000 tons. 


Erecting procedure: 
Iinois Central R. R. and 


American Bridge 


Consulting Engineers: 
Modjeski and Masters. 





AMERICAN BRIDGE DIVISION, UNITED STATES STEEL CORPORATION - GENERAL OFFICES: 525 WILLIAM PENN PLACE, PITTSBURGH, PA. 


Contracting Offices in: AMBRIDGE - ATLANTA - BALTIMORE - BIRMINGHAM - BOSTON 


MINNEAPOLIS - NEW YORK - PHILADELPHIA - PITTSBURGH - PORTLAND, ORE. - ROANOKE - ST. LOUIS + SAN FRANCISCO - TRENTON 


* CHICAGO + CINCINNATI - CLEVELAND « DALLAS - DENVER + DETROIT - DULUTH - ELMIRA - GARY + MEMPHIS 
UNITED STATES STEEL EXPORT COMPANY, NEW YORK 


AMERICAN BRIDGE (€ 


UN £ TT € @ Ss 1'at eé&>@ 





_. 7s 









































- eee 


aoa Tat ain as 

















= 
— 





HERE’S THE REAL COST 


OF A FREIGHT CAR! 


g, rofits on any freight car depend on the balance between earning 
power and maintenance costs. 


Older cars cut deeper into earnings every year they are in service. 
That’s why your timing of replacements can easily determine end-of- 


the-year profits. 


We invite you to check with some of your railroading friends now 
using Cf Freight Cars on what you consider particularly rough runs. 


Their experience with maintenance costs and earning power is our 
best way of demonstrating the results of the extra ingenuity and care 
that goes into the manufacture of each new (Cf Freight Car. 


Your nearby Q.C.f Representative can give you additional and valuable 
information that is helping Railroaders to substantially increase year- 
end earnings on all their freight business. American Car and Foundry 
Company, New York - Chicago - St. Louis - Philadelphia - Washington 
Cleveland - San Francisco 





CAR BUILDERS TO AMERICA’S RAILROADS 
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SERVICE... 


ANOTHER ADVANTAGE OF “THE NEW 
STANDARD OF TRACK MAINTENANCE” 














The modern Matisa ‘‘Pressure-Persuasion” 
tamping principle is easily proved 
to be the most effective ... there can be 


no doubt when you PULL A TIE AND SEE! 


MaligZa FOLLOWS THROUGH, TOO!... 


with fast, immediate availability on all 





parts and service. 








SUPERIORITY PUT fhakda IN THE LEAD IN ‘52! 


THE MATISA EQUIPMENT CORP. - 224 S. MICHIGAN AVE. + CHICAGO 4 Ald 


— 


TRACKWORK SPECIALISTS ALL OVER THE WORLD 
a” 


OOM a 


— 


July 20, 1953 RAILWAY AGE NEWS ISSUE 


TS See, UW Rf Of 
; 
: 


7 








ee 


Mowe: ATO 





F O R U M 


SS 





First Things First 
In Public Relations 


It cannot be too often repeated that public 
relations are, primarily, what everybody thinks 
about a railroad—and that what the newspapers 
and other publicity media think about them is 
only a part, although a most important part, of 
the whole picture. A railroad traffic officer, who 
also has some responsibilities in the area of public 
relations, writes us (in part) as follows: 

“Many railroad people, including railroad 
executives and a surprising number of railroad 
public relations people, seem to believe that pub- 
lic relations efforts begin and end in ‘publicity,’ 
or perhaps a better expression would be ‘press re- 
lations,’ i.e., such as the christening of new trains 
and goings-on of that nature. 


“Labor” Relations vs. “Employee” Relations 


“A railroad’s public relations program has its 
roots in Employee Relations. Please distinguish 
between ‘Labor Relations’ and ‘Employee Rela- 
tions.’ As I understand the terms, Labor Relations 
include the negotiations with the unions pertain- 
ing to contracts involving working conditions and 
wages. 

“Employee Relations, again as I understand 
the term, embrace the personal feeling of the em- 
ployee toward his immediate supervisor and ulti- 
mately toward the company itself and the indus- 
try he serves. If these relations are good and a 
railroad’s employees or a substantial proportion 
of them always speak kindly and favorably about 
‘the company’ and the industry, the seeds of a 
good public relations program have taken root. 

“Second only to Employee Relations, as dis- 
tinguished from Labor Relations, in a complete 
railroad public relations program, is Community 
Relations. Isn’t it perfectly clear that Community 
Relations, especially in the smaller stations along 
the line, depend almost entirely on Employee Re- 
lations, i.e., the employee’s understanding of the 
railroad, its objectives and problems, and his re- 
action to the functions of management and the 
application thereof to his community that must be 
made through him? 

“Community Relations represent a very def- 
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inite phase of public relations. Not long ago (an 
actual case) an influential citizen from a medium- 
sized railroad town commented to me that the rail- 
road in his town ‘gave good service all right but 
certainly was not for the town.’ It was impossible 
for me to draw out this man on the source of such 
an idea, but for some reason he thought the rail- 
road was against his community even though he 
admitted that its handling of his freight was 
satisfactory. Do you doubt that such a thing as 
Community Relations exists? 


Customers—and Communities 


“Third on the list is Customer Relations, 
which naturally depend almost exclusively on 
service and the attitude of the railroad employees. 
The foregoing example points up rather clearly 
that it is possible to have good customer relations 
with a shipper but poor community relations with 
the same person. Since communitywise this ship- 
per felt as he did toward the railroad, how many 
others who have no favorable contact with the 
railway feel the same way? 

“The past 20-odd years have proved that it 
makes little difference how good relations are be- 
tween railroads and their customers—the voters 
still can elect public officers who by not too great 
a stretch of the imagination could put the rail- 
roads out of business. 

“Following Customer Relations and fourth 
down the ladder of importance comes Govern- 
mental Relations, having to do, of course, with 
the relationship between the railroad company 
and its own local (i.e., city and county govern- 
ments along its line) and state governments, plus 
the relationship between the industry and the 
federal government. Doesn’t it go without saying 
that if Employee Relations, wherein lies the seed 
bed, are good, and Community and Customer Re- 
lations are what they ought to be, it would be 
next to impossible for Governmental Relations to 
be other than good? 

“This leaves for fifth and last down the ladder 
of importance the matter of Press Relations. How 
could they be other than good if all of the other 
four in turn are what they should be?” 

Probably satisfactory press relations are not 
quite as automatic an attainment as our friend 
appears to believe, but he is undoubtedly correct 
in his estimate of their fractional relationship to 
the total situation. First and foremost, unless 
employee relations are right, efforts to attain good 
relations anywhere else are not likely to be very 
successful. 
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Questions 


QUESTION — Would in- 
creased use of impact re- 
corders, plus prompt hand- 
ling with crews guilty of 
handling cars roughly, be of 
help in the program for re- 
duction of freight loss and 
damage? 


CONDUCTED BY G. C. RANDALL, district man- 
ager, Car Service Division (ret.), Association of 
American Railroads, this column, which will run 
in alternate weekly news issues of this paper, 
will be devoted to authoritative answers to 
questions on transportation department mat- 
ters. Questions on subjects concerning other 
departments will not be considered, unless 
they have a direct bearing on transportation 
functions. Readers are invited to submit ques- 
tions, and, when so inclined, letters agreeing 
or disagreeing with our answers. Communica- 
tions should be addressed to Question and 
Answer Editor, Railway Age, 30 Church street, 
New York 7. 
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TRANSPORTATION 


and Answers 


Answer No. 1—The impact recorder 
is a valuable weapon for any loss and 
damage prevention organization in pin- 
pointing spots where rough handling 
exists. It is of far greater advantage 
when put to frequent—rather than to 
“one trip a month”—-use when assigned 
to some particular carload service. 
Where recorders are assigned to a 
particular service once a month, in- 
variably we do not find rough handling 
in the same places, and, as a railroad, 
are simply wasting the device. . . . The 
best program is one in which the ma- 
chines are in almost daily operation 
on a given run. The best place to use 
them is in l.c.l. service, with frequent 
changes in scheduling recorder trips 
to throw crews off the scent. I have 
heard many people say that under 
such a plan, the crews know of the 
operation. You can rest assured that 
we know the facts to be different, 
basing our conclusion upon a yearly 
program of 10,000 recorder trips. In a 
few instances the crews may find out 
about the recorder. However, from the 


Answer No. 2—Impact recorders are 
a great benefit in any program relating 
to prevention of damage to freight. 
They are, perhaps, the one conclusive 
source of information as to where im- 
pacts occur. .. . The time of occur- 
rence is shown definitely on the tape, 
as is the extent of the shock, and it is 
a comparatively simple matter to find 
out where the car was at that date and 
time, and in most cases, the crew that 
was handling it. . . . Of course, with 
impact recorders you lose the effect 
of immediate handling with the train 
crew involved that you have when 
observations are made on the ground 
and rough handling detected. On the 
other hand, there can be, and often is, 
a dispute about the actual speed of 
cars at the time of a personal obser- 
vation, which isn’t there when the test 
is made by recorder. 

The question logically follows: with 
these favorable facts, why is there not a 
more extensive use of recorders? The 
answer lies partly in the contributory 
work that precedes and follows the 
actual rough handling experience, i.e., 
putting recorders in cars, taking them 
out, interpreting the information, etc. 
All this takes time, and time means 
manpower. . . . There is another factor 
involved. Because of the opportunity 
for error, small as it may be, the 
record taken from the recorders, at 
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DEPARTMENT 


number of cases in which we find 
rough handling we are quite sure that 
most crews are not aware that they are 
handling cars containing recorders. 

Naturally, the New York Central be- 
lieves that the greater the number 
of impact recorders used in almost 
daily service, the more extensive will 
be the checks we have on the various 
yards. The recorder pinpoints the yard 
doing the poor switching job. After 
that must come not only talking with 
crews doing the rough handling, but 
more importantly, a really stiff pro- 
gram of local supervision working 
daily with the crews, regardless of any 
or all impact recorders being operated. 

I believe in impact recorders, but I 
also believe they can be wasted, par- 
ticularly if used in carload service. If 
used in that service, I would say in- 
creased use of impact recorders would 
be an expensive investment, without 
commensurate results—F. G. Love, 
General Superintendent of Property 
Protection and Freight Claims, New 
York Central. 


least on our railroad, is not considered 
sufficient for disciplinary action of the 
more severe kind, such as suspension 
from work as a penalty for rough hand- 
ling. The record can be used in a 
precautionary way. I do not mean to 
imply, therefore, that record tapes are 
not of value from a disciplinary view- 
point, but that they cannot be con- 
sidered as conciusive. . . . 

That recorders are an_ effective 
means of preventing damage is borne 
out by suggestions made to me that 
when we put an impact recorder in a 
car, we should mark the car so that 
the crews will know there is a re- 
corder in it. Crews sometimes mark 
cars themselves when they know there 
are “machines” in them. The thinking 
behind this suggestion is that when 
we prevent the rough handling of one 
car it always means that a minimum 
of two cars is being handled properly. 
Figures for the number of cars being 
switched carefully, therefore, can go up 
to the number of cars in the draft 
being drilled, for example, down onto 
a yard track, and there is no rough 
handling. . . . Impact recorders, then, 
are a valuable asset in the prevention 
of rough handling, but must be con- 
sidered in relation to the contributory 
expense involved in their operation.— 
J. L. Wess, Manager, Stations & 
Motor Service, Pennsylvania. 


RAILWAY AGE NEWS ISSUE 








Equipment & Supplies 





(Continued from page 14) 
Pullman-Standard Car Manufacturing 
Company for delivery in the first quar- 
ter of 1954, 


The Seaboard Air Line has or- 
dered 700 freight cars costing $4,575,- 
000. Included are 400 covered hopper 
cars to be built by the American Car 
& Foundry Co. for delivery during the 
first quarter of 1954, and 300 wood 
rack cars to be constructed by the 
Bethlehem Steel Company for delivery 
in the fourth qiarter of 1953. 


The Western Pacifie has ordered 
300 70-ton gondola cars from the Pull- 
man-Standard Car Manufacturing Com- 
pany at an estimated cost of $7,850 
each, for delivery in the first quarter 
of 1954. 

WP President Frederic B. Whitman 
said in a recent address to the New 
York Society of Security Analysts that 
his company is contemplating purchase 
of perhaps as many as 900 gondola 
cars over the next four years. “We are 
also thinking about additional box 
cars,” he added. 


LOCOMOTIVES 


The Duluth, South Shore & At- 
lantic has purchased one 1,600-hp. 
road-switching locomotive from the 
Baldwin-Lima-Hamilton Corporation. 
The DSS&A—fully dieselized—reports 
increased transcontinental business 
moving over the company’s line plus 
development of new on-line industry 
made it necessary to acquire addition- 
al motive power. 


PASSENGER CARS 


The Baltimore & Ohio has ordered 
from the Budd Company, for use be- 
tween Washington and Baltimore, five 
rail diesel cars. The order includes 
three RDC-l’s (89 passengers), and 
two RDC-2’s (71 passengers, plus 17-ft. 
baggage-express compartments). Deli- 
very is scheduled for next month. 


The Chicago, Milwaukee, St. Padl 
& Pacific has ordered two sleeping 
cars from the Pullman-Standard Car 
Manufacturing Company, for delivery 
in the third quarter of 1954, Each car 
will have four bedrooms, six roomettes 
and eight duplex roomettes. 


Supply Trade 





The Vapor Heating Corporation 
has announced the following transfers 
of sales and service men: H. J. 
Schickedanz, from Washington, D. C., 
to New York as assistant manager; 
Alec Stikkers, from Los Angeles to 
Chicago as assistant service manager; 
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FIRST IN A SERIES of mechanically 
refrigerated cars designed to handle 
frozen foods has been placed in service 
by the Pacific Fruit Express Company. 
A total of 25 will be in service by 
the end of July and 100 more will be 


ready early next year. All are being 
built at the company’s Roseville, Cal., 
shops. Diesel-powered refrigeration 
units and extra-thick insulation per- 
mit a sustained interior temperature 
of zero degrees. 





Lester Bolin, from Denver to Los 
Angeles; E. E. Cowan, from Chicago 
to Denver; and James T. Chinlund, 
from Chicago to Philadelphia. 


Star Headlight & Lantern Co. 
has moved its entire operation to a 
new plant in Honeoye Falls, N.Y., 15 
miles south of Rochester. The new 
plant has 10,000 sq. ft. of manufactur- 
ing space—more than double that of 
the previous plant in Rochester. 


Yale & Towne Manufacturing 
Co. has appointed Materials Hand- 
ling Engineers, Atlas building, Salt 
Lake City, as sales and service repre- 
sentatives for Yale industrial trucks in 








E.. J. BYRNES, JR., who has been 
appointed assistant general manager 
of sales, Eastern division, of the 
Colorado Fuel & Iron Corp., at New 
York. Mr. Byrnes was previously prod- 
uct sales manager of the springs and 
formed wire department. 


Utah and portions of Wyoming and 


Nevada. 


R. Tom Sawyer, manager of re- 
search, American Locomotive Com- 
pany, has been transferred from the 
New York Office to the Schenectady 
plant. 


Libbey-Owens-Ford Glass Com- 
pany will sell its railroad fabricated 
glass materials direct to the railroad 
industry. It has discontinued its selling 
arrangements with Silvercote Pro- 
ducts, Ine. 


In establishing a new Eastern di- 
vision, the Union Wire Rope Cor- 








E. H. SCHOONMAKER, acting man- 
ager of the St. Louis district sales 
office of the Eddystone division of the 
Baldwin-Lima-Hamilton Corporation, 
who has been appointed district man- 
ager there. 
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poration has made the following ap- 
pointments: L. A. Price, district man- 
ager at Ashland, Ky., becomes division 
manager; R. D. Tripp, district sales- 
man, succeeds Mr. ‘Price; L. A. Davis, 
sales representative, is named district 
manager at Columbus, Ohio; and 
Robert K. Cooke, sales representa- 
tive, becomes district manager at Pitts- 
burgh. D. E. Bedford continues as 
district manager at Albany, N.Y. J. R. 
Wells has been added to the sales 
staff at Ashland. 


New Facilities 





UP Building New Yard 
At Spokane, Wash. 


Invitations are being prepared for 
bids for grading an entirely new yard 


to be built this fall by the Union 
Pacific at Spokane, Wash. Terming 
the present West Spokane yards as 
“inadequate to handle expanded traffic,” 
the UP said the new yards will be 
located in East Spokane. 

Plans call for completion of grading 
by early September and track work by 
early October. Construction of buildings 
will continue through the winter 
months, the date of their completion 
depending somewhat on availability of 
materials, 

The new yard will have an engine- 
house, storehouse and powerhouse; 
sand storage, drying and handling fac- 
ilities; water tank and servicing in- 
stallation; diesel and “black” fuel oil 
storage and servicing facilities; track 
scale; repair track shed and shops; 
and 58,700 feet of additional trackage, 
plus air, water, sewer, steam and elec- 
tric power lines. 

Present facilities in West Spokane 
will be abandoned and dismantled 
when the new yard goes into operation. 


$4 Million Expansion 
Planned at Ogden, Utah 


“To handle the heavy volume of 
traffic arising from the national defense 
effort and the rapidly expanding in- 
dustralization of the west,” the Union 
Pacific and the Southern Pacific, 
through their jointly owned Ogden 
Union Railway & Depot Co., and Pacific 
Fruit Express, will spend $4 million 
on new and se anti yard facilities 
at Ogden, Utah. 

One of the major features of the 
project is expansion of the Ogden 
Union’s East yard to permit handling 
all eastbound traffic. The present main 
yard will be used for westbound traffic. 
Plans call for 111,900 feet of new 
yard trackage; an overhead viaduct 
for the Bamberger Railroad; an over- 
head viaduct for highway traffic at 
31st street; two yard office buildings: 
a diesel fueling station; two control 
towers; floodlights for both East and 





Containers for L.C.L. Traffic 


Frisco experiments to determine their practicality and their 


effect on the costs of handling freight 


Small lel. shipments between 
Springfield, Mo., and Tulsa, Okla., are 
being handled in wire-mesh containers 
in an experiment currently being con- 
ducted by the St. Louis-San Francisco. 
The tests, which so far have involved 
primarily small packages of glassware, 
have demonstrated that containers do 
provide for more efficient handling, as 
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LOADING CAN BE ACCOMPLISHED over the top of the con- 


well as reduce the incidence of loss 
and damage. 

Containers used in the experiment 
are of steel wire mesh, built on a 
pallet-type base, and are said to be a 
standard manufacturer’s item. They 
measure 48 in. long, 40 in. wide, and 
30 in. deep, with an overall height of 
351% in. (somewhat smaller than those 








tainer or, when necessary, one end of the container can be opened. 
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CONTAINERS CAN BE STACKED, 
both in stations and in freight cars, 
so as to make best use of available 
floor space. 


used for handling mail—Railway Age, 
June 2, 1952, page 88). In a box car, 
the containers fit two across the car, 
end to end, and can be stacked three 
high. Thus a 35-ft. box car with an 
inside height of nine feet can accom- 
modate 60 loaded containers. 

Use of containers eliminates the 
handling of individual packages at 
transfer points, because the entire con- 
tainer can be quickly moved from car 
to car with a fork-lift truck. 

V. B. Gleaves, superintendent of 
stations for the Frisco, under whose 
jurisdiction the experiment was organ- 
ized and is being conducted, states 
plans have been made for conducting 
similar tests on other parts of the sys- 
tem. If these prove successful, use of 
containers may be instituted at all 
stations equipped with fork-lift or 
hand-lift trucks. 
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Main yards; a pneumatic tube system; 
radio and paging communication fac- 
ilities; and a 150-ton track scale. 

Parallel improvements planned by 
P. F. E. call for construction of an 
island-type icing platform with a ca- 
pacity of 220 cars. Of two present 
island-type icing platforms, one of 70- 
car capacity will be retired while one 
of 66-car capacity will be retained for 
service, 

Plans also call for three mechanical 
icing machines; a public address sys- 
tem; and a 500-ton ice storage facility 
with an ice conveyor system connecting 
it with the platform. 

At the same time the UP will con- 
struct a four-track car repair yard 
with an auxiliary shop, office, locker 
room and storehouse building. 


L&N to Build New 
Station at Mobile 


Land has been acquired and work 
will begin some time this fall on an 
$800,000 passenger station for the 
Louisville & Nashville at Mobile, Ala. 
Preliminary work, including relocation 
and rearrangement of existing trackage 
in the vicinity of the new site—on the 
L&N main line between Government, 
Commerce and Water streets—has al- 
ready begun. The city of Mobile, mean- 
while, is clearing the site of existing 
buildings. 

The new station will have two gen- 
eral waiting rooms, and baggage and 
restaurant facilities on the main floor. 
The second floor will be devoted to 
railroad offices. The entire building will 
be of masonry construction with steel 
frame and concrete floors. The exterior 
will be of brick and architectural stone. 
Two entrances will have canopies to 
protect patrons from inclement weather. 

Detailed plans are being prepared 
by J. Platt Roberts & Co., Mobile. 


MP Would Relocate 10 
Miles in Kansas 


The Missouri Pacific has applied 
to the I. C. C. to approve relocation 
of its line between Kirwin, Kan., and 
Glade. The change will involve con- 
struction of a 9.86-mile segment to 
replace trackage which interferes with 
construction of Kirwin Dam and Res- 
ervoir. The federal government will 
pay for the relocation, which is ex- 
pected to cost $1.3 million. The Cook 
Construction Company, Jackson, Miss.. 
will handle most of the necessary line 
relocation between Mileposts 572.66 
and 582.92, but a small amount of the 
work will be handled by company 
forces. 

Other projects approved or begun 
since a previous report in the June 15 
Railway Age include: Reconstruction 
of bridges 46 and 46-A, Fults, Ill. by 
company forces ($32,500); a 2,636-ft. 
extension of track No. 1, Bringhurst, 
La., by company forces ($26,000) ; 
construction of interchange track with 
New Orleans, Texas & Mexico (MP 
Lines) at Kinder, La., by company 
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THE CORDELIA, first of an entire 
new fleet of diesel-electric tugboats, 
recently was put into service in New 
York harbor by the New Haven. When 
the fleet is completed, eight diesel 
tugs will have replaced the 10 steam 
vessels now moving the road’s freight 
across the waters of the Port of New 





York. The tug was designed by Tams, 
Inc., New York naval architects, in 
consultation with the New MHaven’s 
marine department. Built at the 
Jakobson Shipyard, Oyster Bay, N.Y., 
the tug is powered by a_ 1,590-hp. 
General Motors Diesel engine and has 
an overall length of 106 ft. 





forces, when right of way is acquired 
($37,600) ; construction of diesel serv- 
icing facilities at Omaha, by company 
forces ($158,800); construction of 
diesel repair shop and locker and 
washroom facilities, Osawatomie, Kan. 
($44,500); construction of one-story 
brick office building at Osawatomie by 
company forces ($66,300); rearrange- 
ment of trackage and construction of 
diesel service building, Hoisington, 
Kan. ($27,400); and construction of 
additional spur yard and storage track- 
age ($99,230). 


Santa Fe Applies for 


New Line to Dallas 


The Atchison, Topeka & Santa Fe has 
applied to the L.C.C. for authority to 
construct a 46.7-mile “cut-off” from 


Financial 


Sanger, Tex., to Reinhardt. The new 
line would provide the Santa Fe with a 
shorter and more direct route into 
Dalias, Tex., from the north. It will, 
the application stated, enable the road 
to provide faster and more efficient 
service. Cost of the new line would be 
paid out of current funds. 

Grading for grade revisions between 
Ponca City, Okla., and Kildare, has 
been covered by a contract awarded to 
Cc. E. Clark, Kansas City, Mo. Another 
contract in connection with modern- 
izing Corwith yard (Chicago) covers 
construction of the electrical distribu- 
tion system by the Super Electric Con- 
struction Company, Chicago. Construc- 
tion of a yardmaster’s office and lava- 
tory building at Willow Springs, IIl., is 
covered by a contract awarded to 
Ellington Miller Company, Chicago. 





North Shore Line 
Seeks to Reorganize 


Stockholders of the Chicago North 
Shore & Milwaukee are being asked to 
consider a proposed plan of reorgani- 
zation which would separate the rail- 
way'’s bus and non-operating real estate 
properties from the railroad itself. No 
financing is contemplated. 

The plan calls for dissolution of the 
present company, which is both an 
operating and holding organization. 
It would be replaced by two corpora- 
tions—one an operating company and 
the other a holding company. The lat- 
ter would hold ownership of the rail- 
road, the eight bus subsidiaries and 
non-operating real estate. 


An application has been filed with 
the Illinois secretary of state for a 
charter for the new railroad company. 
The road also has petitioned the Illinois 
Commerce Commission to authorize 
sale of physical properties and assets 
of the present railroad company (listed 
at $19.4 million) to the new railroad 
corporation. The net result, a spokes- 
man said, would be merely that stock- 
holders would own a business corpo- 
ration representing ownership of all 
present holdings, instead of only rail- 
road stock. He said the plan would 
provide more logical and efficient ad- 
ministrative methods. 

The Illinois commission will begin 
hearings July 20 and stockholders will 
hold a special meeting September 11. 
(Continued on page 26) 
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Maintenance is low and reliability high 
when you use genuine G-E contact parts 


A good way to keep maintenance costs low and 
operating reliability high on the control devices of 
your Alco-G.E. locomotives is to always specify 
genuine G-E contact parts for your replacement 
needs. G-E contact parts—fingers and contact 
tips—contain the proper contour and high-quality 
materials to assure good electrical contact, mini- 
mize mechanical wear and burning. 

They’re ready to help your Alco-G.E. locomo- 
tive’s electric control system function efficiently, 
in carrying current and in making or breaking cir- 
cuits. Mechanically, G-E contact parts are made 
from the best-suited materials to withstand the 
intermittent impacts involved when a movable 
contact meets its stationary mate. Electrically, 
they’re of sufficient size and conductivity to keep 
resistance and temperature low during contact. 
Circuits are broken quickly and cleanly with 
minimum metal transfer—another example of 
G.E.’s close attention to even the smallest loco- 
motive parts. 

To get top performance—“original equipment” 
performance—from your Alco-G.E. locomotives, 
always specify genuine G-E contact parts. They’re 
the best you can buy for your Alco-G.E. locomo- 
tives. For full pricing and product information, 
contact your nearest sales representative for Alco- 
G.E. locomotives. 128-10 


HOW G-E CONTACTS CUT MAINTENANCE COSTS 


Long life, efficient performance and low over-all main- 
tenance costs are the prime advantages of G.E.’s modern- 
design contact parts, manufactured to close tolerances to 
assure complete interchangeability without fitting or 
filing. Self-aligning finger requires no elaborate adjust- 
ment during initial installation or after many hours of 
operation. Its tough, die-formed copper body 1) resists 
deformation, while silver tip 2) guards against formation 
of permanent insulating film. Contact tip (center) is made 
from pure copper 3) with silver tip 4) for decreased re- 
sistance current-carrying capacity. 


AMERICAN LOCOMOTIVE and GENERAL ELECTRIC 
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Long-Term Debt Rose 
Slightly During 1952 


Outstanding long-term debt of Class 
I railroads increased slightly in 1952, 
largely because of a rise in outstanding 
equipment obligations. 

The Bureau of Transport Economics 
and Statistics, Interstate Commerce 
Commission, reported the change in the 
latest issue of its “Monthly Comment.” 
The bureau said equipment obligations 
went up 13 per cent during the year, 
while total long-term debt increased 2.5 
per cent. 

At the close of 1952, outstanding 
long-term debt of Class I line-haul 
roads amounted to $9,839.5 million. 
This compared with $9,600.1 million a 
year earlier. 

The growth of equipment obligations 
over the past 10 years was shown by a 
comparison of 1952 with 1943. Equip- 
ments accounted for 26.2 per cent of 
all long-term debt in 1952, compared 
with 7.4 per cent in 1943. 

The average interest rate on all long- 
term debt declined from 4.24 per cent 
in 1943 to 3.44 per cent in 1952, the 
I.C.C. bureau reported. It said the drop 
resulted largely from the generally 
lower interest rates applicable to equip- 
ment obligations. 


Securities 





New York, Chicago & St. Louis. 
—Stock Dividend—tThe I. C. C. has 
authorized this road to issue 185,699 
shares of its common stock as a 10 
per cent stock dividend (Railway Age, 
June 15, page 144). Stockholders of 
record as of May 29 will participate. 
The Treasury Department has ruled 
that the stock dividend is non-taxable 
to a recipient of whole shares. Settle- 
ment for fractional share interests will 
be made in cash. The price of $42.50 
per share will be the basis for such 
payments. 


Seaboard Air Line.—Stock Split. 
—The I. C. C. has authorized this road 
to issue 2,449,475 shares of $40-par 
common stock to effect a 2%4-for-] 
split in its present common stock (Rail- 
way Age, June 8, page 20). Seaboard 
stockholders will vote on the proposal 
at a special meeting on July 21. As of 
June 2, when the SAL board initiated 


the stock split action, the road had, 


939,790 shares of no-par common stock 
outstanding. The split is designed to 
place the road’s stock in a popular 
price range, resulting in wider distribu- 
tion and more stockholders. 


Western Pacifie.—Stock Option 
Plan.—Division 4 of the I. C. C. has 
approved this road’s “Restricted Stock 
Option Plan” (Railway Age, June 15, 
page 144). The road may issue up to 
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C&O ESTABLISHES “‘CHARGE- 
PLATE” CREDIT CARD 


The Chesapeake & Ohio has an- 
nounced the first railroad “charge- 
plate” credit card, “making it as 
easy to charge rail tickets as to make 
a department store purchase.” 

Sale of tickets will be speeded up 
by use of the metal plate, which is 
embossed with the holder’s name and 
address and affixed right to the C&O 
credit card. The ticket clerk slips the 
plate into a machine which auto- 
matically stamps the customer’s name 
and address on the record. 

The credit card may be used for 
all rail trips originating on the C&O, 
according to Thomas J. Deegan, Jr., 
C&O vice-president—passenger traffic 
and public relations. It also will be 
honored at the Greenbrier, C&O resort 
hotel at White Svlphur Springs, 
W. Va.; on the C&O’s fleet of Lake 
Michigan passenger and auto ferries; 
on dining cars, and at all Hertz Rent- 
A-Car stations. The card may be used, 
too, for ordering tickets by mail or 
wire. 





30,000 shares of common stock for 
distribution among officers and key 
employees. To date,—34 officers and 
employees have been selected for par- 
ticipation. Price paid for the stock will 
be equal to the highest price paid on 
the stock exchange on January 6, the 
day options were granted. That price 
was $63.375 per share. 

Commissioner Mitchell filed a short 
concurring opinion to Division 4’s re- 
port in this case. He said he thought 
the I. C. C. should not approve any 
stock option plan unless it first is 
approved by company stockholders. He 
noted that this was done in the WP 
case. 


Applications 


KANSAS & MISSOURI RAILWAY & TERMINAL 
CO.—To extend maturity date of $800,000 of 
first mortgage bonds held by the road’s parent, 
the Kansas City Southern. The bonds, due July 
1, 1953, would be extended to July 1, 1978. 
Interest would continued at 6 per cent. The 
company said it lacks funds with which to pay 
off the bonds at this time. 

NEW YORK CENTRAL.—To issue $800,000 of 
32 per cent promissdry notes in connection with 
acquisition of 10 scows and nine barges cost- 
ing an estimated $1,096,760. Bethlehem S’e>l 
Company will build the vessels and accept the 
notes in partial payment. 


Authorizations 


NEW YORK, CHICAGO & ST. LOUIS.—To as- 
sume liability for $3,150,000 of equipment trust 
certificates, to finance in part 27 diesel units 
costing an estimated $4,016,320 (Railway Age, 
June 3, page 24). Division 4 approved sale of 
the certificates for 99.69 with interest at 334 
per cent—the bid of Halsey, Stuart & Co. and 
one associate—which will make the average an- 
nual cost of the proceeds to the road ap- 
proximately 3.84 per cent. The certificates, dated 
July 15, will mature in 15 annual installments 
of $210,000 each, beginning July 15, 1954. They 
were reoffered to the public at prices yielding 
from 3.1 to 3.75 per cent, according to maturity. 

SOUTHERN PACIFIC.—To assume liability for 
$8,445,000 of series JJ equipment trust certifi- 
cates, to finance in part 31 diesel units and 812 
freight cars costing an estimated $11,265,733 
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(Railway Age, June 15, page 145). Division 4 
approved sale of the certificates for 99.024 with 
interest at 356 per cent—the bid of Halsey, 
Stuart & Co. and 11 associates—which will make 
the average annual cost of the proceeds to the 
road approximately 3.82 per cent, The certifi- 
cates, dated July 1, will mature in 15 annual 
installments of $563,000 each, beginning July 
1, 1954. They were reoffered to the public at 
prices yielding from 3.1 to 3.75 per cent, ac- 
cording to maturity. 


Security Price Averages 


July Prev. Last 
14 Week Year 


65.52 63.65 
89.93 93.66 


Average price of 20 rep- 
resentative railway stocks 64.03 

Average price of 20 rep- 
resentative railway bonds 89.86 


Dividends Declared 


ALABAMA & VICKSBURG.—$3, semiannual, 
payable October 1 to holders of record Sep- 
tember 4. 

CHICAGO, ROCK ISLAND & PACIFIC.—com- 
mon, $1.25, quarterly; preferred, $1.25, quarter- 
ly; both payable September 30 to holders of 
record September 14. 

CINCINNATI INTER-TERMINAL.—4% preferred, 
$2, semiannual, payable August 1 to holders of 
record July 20. 

GEORGIA R.R. & BANKING.—S1.75, quarterly, 
payable July 15 to holders of record July 1. 

MICHIGAN CENTRAL.—$25, semiannual, pay- 
able July 31 to holders of record July 10. 

NEW YORK CENTRAL.—50¢, payab'e August 
20 to holders of record July 20. 

NORTHERN OF NEW  HAMPSHIRE.—S$1.50, 
quarterly, payable July 31 to holders of record 


July 16. 

VICKSBURG, SHREVEPORT & PACIFIC.—com- 
mon, $2.50, semiannual; 5% preferred, $2.50, 
semiannual; both payable October 1 to holders 
of record September 1. 


Railway Officers 





EXECUTIVE 
Fred W. B. Dougherty, office 


manager in the executive department 
of the Kansas Crry SouTHERN at Kan- 
sas City has been appointed office as- 
sistant to vice-president and general 
manager there. 


Charles F. Naser, secretary to 
president of the Cuicaco, Rock IsLAaNnp 
& Paciric at Chicago, has been pro- 
moted to the newly created position of 
office manager in the executive depart- 
ment. Mr. Naser began his career with 
the Rock Island in 1920 as an office 
boy. He was transferred to the presi- 
dent’s office two years later; held the 
successive positions of file clerk, statis- 
tician and stenographer; and was ap- 
pointed secretary to president in 1941. 


FINANCIAL, LEGAL 
& ACCOUNTING 


William F. Kennedy, comptroller 
of the Louisviite & NAsHVILLE, at 
Louisville, Ky., has retired. He has 
been succeeded by Richard J. Wag- 
ner, tax commissioner and assistant 
comptroller. Named as tax commis- 
sioner is Erwin W. Bohrman, assis- 
tant tax commissioner. E. D. Metten, 
auditor capital expenditures, becomes 
assistant comptroller and has been suc- 
ceeded by Clarence J. Burckle. 

Mr. Kennedy began his career with 
the L&N as a file clerk at Louisville 
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McWILLIAMS BALLAST DISTRIBUTOR 


The proper quantity of ballast is 
placed exactly where it is needed 
for most effective tamping. 













McWILLIAMS TIE TAMPER 


With the entire weight of the machine 
on tamped track, it compacts ballast 
firmly under the rail and for a controlled 
distance on either side of the rail. 









McWILLIAMS CRIB CLEANER 


In a single operation, it removes all 
materials from between the ties... . 
separates ballast and dirt . . . returns 
ballast to track . . . delivers dirt to side 














of right-of-way. Also, it will remove all 9 ‘ a eg 
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At speeds ranging from 600 to 2400 feet “«- ae eee ees TT Ss Seg ey, BERS Soy 
per hour, the Super Mole excavates and 

cleans track shoulder at less than 31% PITTSBURGH 30, PA. 
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TIE TAMPER, CRIB CLEANER AND BALLAST DISTRIBUTOR...R.M.C. RAIL JOINT PACKING 
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in 1900. He was appointed general 
bookkeeper in 1910, and from 1912 to 
1945 held the successive positions of 
statistician, valuation accountant, au- 
ditor capital expenditures and assist- 
ant comptroller. In the latter year he 
was appointed comptroller. 

Mr. Wagner has been with the L&N 





William F. Kennedy 


since 1907, beginning as a_ steno- 
grapher and clerk in the mechanical 
department. He later transferred to the 
auditor of disbursements’ office, and 
in 1920 entered the comptroller’s office 
as special accountant. In 1939 he be- 
came assistant to comptroller; and 
was advanced to tax commissioner in 
1942, and to tax commissioner and 
assistant comptroller in 1945. 

Mr. Bohrman joined the L&N as a 





Richard J. Wagner 


clerk at Louisville in 1919, and in 
1942 was appointed chief clerk—taxes. 
He became assistant tax commissioner 
in 1952. 

Mr. Metten became associated with 
the L&N in 1906 as a stenographer. 
After holding a number of other posi- 
tions, he was appointed chief clerk to 
auditor capital expenditures in 1920; 
chief clerk to assistant comptroller in 
1921, and auditor capital expenditures 
in 1945. 


A General Claims Division, which 


will include a Claims Research Bureau. 
has been established in the law de- 
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partment of the AssociATION oF Am- 
ERICAN Raitroaps at Chicago. Named 
as executive vice-chairman of the new 
division and director of the bureau is 
K. A. Carney, until recently chief 
claim agent of the ILLrnois CENTRAL. 


OPERATING 


J. D. Hayes, superintendent, 
Montreal terminals committee on 
terminal performance of the CANADIAN 
NATIONAL at Montreal, has been ap- 
pointed terminal superintendent at 
Toronto, succeeding A. Mahon, re- 
tired. 


Joseph G. Benedetti, research as- 
sistant in the CANADIAN Paciric re- 
search department at Montreal, has 
been appointed assistant to general 
superintendent, Alberta district, at 
Calgary. 


Herman Flait, passenger train- 
master of the PENNSYLVANIA at Pitts- 
burgh, has been appointed assistant 
superintendent passenger  transporta- 
tion, Eastern region, at Philadelphia. 


H. A. Simons, assistant to general 
manager of the sleeping, dining and 
parlor car department of the Cana- 
pIAN NATIONAL at Montreal, has been 
appointed assistant general manager 
of that department for the system. 
succeeding the late W. A. McDonald 
(Railway Age, June 22, page 38). 
C. A. Wilson, general supervisor of 
services of that department, succeeds 
Mr. Simons and W. J. Morton, de- 
partment superintendent for the Que- 
bec district, succeeds Mr. Wilson. 


V. G. Dyer, assistant trainmaster 
of the Missour: Paciric at Newport. 
Ark., has been promoted to trainmaster 
at Bush, IIl., succeeding L. V. Hobbs. 
who has been advanced to assistant 
superintendent at St. Louis to succeed 
J. D. Woodard, who has been as- 
signed to other duties. Appointed as 
master of trains and track of the Mis- 
sourI-ILLINOoIs, a subsidiary of the MP, 
is J. C. Simons. 


Robert McEwen, assistant superin- 
tendent of the CANADIAN PAciric at 
Brownville Junction. Me.. has been 
transferred to the Montreal Terminals 
division, succeeding Harold E. Pow- 
ell, who has been transferred to St. 


John, N.B. 


Ernest E. Williams, personne! of- 
ficer of the Frisco TRANSPORTATION 
Company, a subsidiary of the Sr. 
Louts-SAN Francisco, has been named 
assistant general manager. 


TRAFFIC 


F. B. Stratton, industrial commis- 
sioner of the WesTERN Paciric at San 
Francisco, has been named director 
of industrial development at that point. 
Robert W. Harlan, chief clerk of 
the industrial department, has been 
appointed industrial agent and Win- 
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ton V. Hanson, traffic representative 
at San Jose, has been advanced to 
assistant industrial agent. 


Milo A. Smith, general freight 
agent of the Cuicaco & EASTERN 
Ittinois at Chicago, retired June 30. 


F. D. Basil, export and import agent 
of the Cuicaco, MirwauKEE, St. Paut 
& Paciric at Chicago, has been ap 
pointed manager—traffic research at 
that point. 


Thomas E. Keating, assistant 
freight traffic manager of the Murn- 
NEAPOLIS & St. Louis at Houston, 
Tex., has been advanced to freight 
trafic manager at St. Louis, succeed- 
ing Guy D. Larrabee, who has been 
promoted elsewhere. Mr. Keating has 
been succeeded by Edward A. Olson, 
general agent at Duluth, Minn., who 
in turn, has been succeeded by Elmer 
A. Alexy, commercial agent at Spo- 
kane, Wash. Mr. Keating entered 
M&StL service in 1939 as traveling 
agent at Dallas, Tex. He was promoted 
to general agent at Houston in 1945 
and assistant freight traffic manager 
there in 1950. 

Mr. Olson was employed in the 
M&StL operating department from 1918 
to 1935. He transferred to the traffic 
department in 1935 as traffic agent at 
Minneapolis and was promoted to as- 
sistant commercial agent for mer- 
chandise traffic in 1943; to commercial 
agent in 1945, and to general agent at 
Duluth in 1949, 


W. B. Hahn, division freight traf- 
fic manager of the Gutr, Mosite & 
Onto at Jackson, Tenn., has been ap- 
pointed assistant general freight agen! 
at Chicago, succeeding the late F. A. 
Malmberg. C. L. Garrard succeeds 
Mr. Hahn. 


H. W. Robinson, traveling freight 
agent of the CHESAPEAKE & Ouro, at 
Toronto, has been transferred to 


Toledo, Ohio. 


W. D. Miller, assistant general 
freight agent of the NorTHerRN Paciric 
at Minneapolis, who has been named 
general freight agent at Portland, Ore. 
(Railway Age, June 29), entered rail- 
way service in 1920 with the Rock 
Island, joining the NP in 1928 as city 
freight and passenger agent at Kansas 
City. From 1932 to 1952 he was suc- 
cessively traveling freight agent, travel- 
ing freight and passenger agent, com- 
mercial agent, and general agent. In 
1952 he was appointed assistant gen- 
eral freight agent at Minneapolis. 


MECHANICAL. 


William J. Wilson, engineer of 
diesel and electric locomotive design 
of the Unton Paciric at Omaha, has 
retired. Previous to joining the UP, 
Mr. Wilson was associated with the 
Baldwin Locomotive Works and the 
Whitcomb Locomotive Works, design- 
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A— friction castings 

B — lateral springs 
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D— hardened steel wear plates 


eb 


See how the new C-C Truck’s 
remarkably simple, compact, 
constant control assembly 
saves so much cost, weight 
and wear. See how it 
controls both lateral and 
vertical motion so efficiently, 
that the C-C set a Lading 
Damage Index ratio record 

of only .44 Vertical, only .43 
Lateral in official A.A.R. road tests! 
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ing and constructing gasoline propelled 
narrow-gage trench locomotives during 
World War 1. He had also been chief 
engineer of the McKeen Motor Car 
Company at Omaha while that firm 
was manufacturing mobile hydrogen 
generating and transporting equipment 
for the Army. During his career with 
the UP he helped to design and de- 
velop early streamline trains and diesel 
locomotives. 


C. A. Jordan, engineer—car fabri- 
cation of the CHESAPEAKE & Onto at 
Russell, Ky., has been appointed office 
engineer, mechanical department, at 
Richmond, Va. 


The duties of J. O. Converse. 
mechanical engineer of the MINNEA- 
potis & St. Louis at Minneapolis, 
have been enlarged to include super- 
vision of the car department. 


John C. Foster, foreman electrical 
department of the ATLANTIC Coast 
Line at Jacksonville, Fla., has been 
appointed general diesel supervisor at 
Wilmington, N.C. E. J. Haley, general 
foreman at Florence, S.C. has been 
appointed master mechanic at Rocky 


Mount, N.C. 


PURCHASE & STORES 


H. F. Perritt, storekeeper of the 
SEABOARD AiR Linge, has been appoin- 
ted stores inspector, with headquarters 
as before at Jacksonville, Fla. 


ENGINEERING 


R. R. Pregnall, Jr., assistant en- 
gineer maintenance of way of the 
ATLANTIC Coast Line at Rocky Mount, 
N.C., has been appointed engineer 
maintenance of way of the Northern 
division at Savannah, Ga. A. C. Low, 
Jr., roadmaster at Wilmington, has 
been appointed assistant engineer 
maintenance of way of the Northern 
division at Rocky Mount. 


F. L. Etchison, engineer mainte- 
nance of way of the Northern division 
of the Attantic Coast Line at Savan- 
nah, Ga., has been appointed chief 
engineer of the WestERN MARYLAND 
at Baltimore, succeeding E. C. 
Shreve, who has been appointed 
assistant to president of the WM. 


Retiring as assistant engineers of 
the Kansas City SouTHern are 
Arthur E. Willahan at Kansas City, 
Mo., and Thomas F. Quinn, Donald 
Goodwill and Patrick J. McCarthy, 


all at Shreveport, La. 


J. A. Barnes has been appointed 
division engineer of the Cuicaco & 
NortH WesTERN at Huron, S.D., suc- 
ceeding R. D. Culbertson, who has 
been transferred to Madison, Wis., to 
replace M. S. Reid, who has been 
appointed division engineer at Chicago. 


John F. Kerwin, assistant engineer 
of design of the Boston & Marne, 
has. been appointed engineer of design 
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at Boston, succeeding John P. Cronin, 
who has retired after 41 years of serv- 
ice, including 1] years as engineer of 
design. James J. Winn, assistant di- 
vision engineer of the Terminal division 
at Boston, has been appointed division 
engineer of the Portland division at 
Dover, N.H., succeeding the late 
liarold F. Tupper. 


Earl F. Shelley, supervisor of track 
of the Jersey CentraL Lines, has 
been appointed assistant engineer; 
maintenance of way, with headquarters 
as before at Jersey City, N.J. Thomas 
J. Reagan, supervisor of track at 
Allentown (Pa.) yard, has been ap- 
pointed construction engineer in 
charge of all track and grading work 
for the Dunellen (N.J.) grade crossing 
elimination project. 


J. E. Spangler, assistant division 
engineer, Electric division, of the New 
York CreNnTRAL at New York, has been 
appointed division engineer, Mohawk 
division at Albany, succeeding W. J. 
Kernan whose promotion to assistant 
engineer maintenance of way, Lines 
East and Boston & Albany at Syracuse, 
N.Y., was reported in Railway Age 


July 6. 


Vernon R. Copp, resident engineer 
of the St. Louts-San FrAncisco at St. 
Louis, has been promoted to construc- 
tion engineer at that point. 


W. G. Paradise has been appointed 
engineer of the Freight Loss and Dam- 
age Prevention Section of the Asso- 
CIATION OF AMERICAN RAILROADS at 
Los Angeles, succeeding T. C. Kit- 
chell, resigned. Named as furniture 
specialist at Chicago is F. C. Dan- 
sereau, engineer at New York. Suc- 
ceeding Mr. Dansereau is H. E. 
Waters. 


SIGNALING & 
COMMUNICATIONS 


The New York CeEntTRAL has re- 
organized its maintenance of way de- 
partment to include signal and com- 


munication departments Under the new 


setup, the separate signal and com- 
munication departments, which pre- 
viously came under jurisdiction of the 
operating department, will report to 
the chief engineer, maintenance of way, 
John P. Hiltz, Jr. John J. Cor- 
coran, signal engineer, Lines West. 
at Cleveland, will direct the signal 
department as chief signal engineer, 
while John L. Niesse, general superin- 
tendent of communications, remains in 
charge of the communications depart- 
ment. Harrison A. Scott, Jr., as- 
sistant signal engineer, Lines West, at 
Cleveland, has been appointed assistant 
chief signal engineer. Claude F. 
Brooks and Arthur M. Gilbert, as- 
sistant signal engineers at Cleveland 
and Cincinnati, respectively, have been 
named signal engineers, with the same 
headquarters. John A. Moore, as- 
sistant signal-electrical engineer, has 
also been named signal engineer, 
with headquarters as before at Detroit. 


July 20, 1953 


SPECIAL 


The title of F. G. Love, assistant 
to vice-president of the New York 
CENTRAL at New York, has _ been 
changed to general superintendent of 
property protection and freight claims. 


Robert D. MelIntyre has been ap- 
pointed advertising manager of the 
SouTHERN Paciric lines in Texas and 
Louisiana, at Houston, handling the 
duties of Edward G. Germann, 
special assistant to passenger traffic 
manager, who recently retired. 


OBITUARY 


J. D. Dodson, president and gen- 
eral counsel of the Texas MExIcAN, at 
San Antonio, Tex., died July 4. Mr. 
Dodson was born at Seguin, Tex., 
September 4, 1881, and entered rail- 
road service in 1900 as warehouseman 
on the Galveston, Harrisburg & San 
Antonio (Texas & New Orleans), later 
serving as rate clerk and cashier for 
the Southern Pacific. After studying 
law. he was admitted to the bar in 
1905 and practiced in Seguin and San 
Antonio. He was Chief Deputy U.S. 
Marshal, Western district of Texas, 
from 1906 to 1909. In 1917 he was 
appointed general counsel of the Texas 
Mexican, becoming also president in 
1948. 


James B. Akers, 69, chief engineer 
of the SourHERN, died in Washington, 
D.C., July 8. Mr. Akers was born at 
Danville, Va., March 16, 1884, and at- 
tended Washington & Lee University. 
He entered the service of the Southern 
September 1, 1904, as assistant super- 
visor at Asheville, N.C., and later 
served as transitman, assistant engineer 
and engineer maintenance of way at 





James B. Akers 


Knoxville, Tenn. After service as chief 
engineer maintenance of way and struc- 
tures at Charlotte, N.C.; assistant to 
vice-president in charge of maintenance 
of way and structures at Washington; 
and assistant chief engineer at Wash- 
ington, he was appointed chief en- 
gineer there’ February 1, 1946. Mr. 
Akers was president of the American 
Railway Engineering Association in 
1946-1947, 
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. FROM THE TIMKEN ROLLER BEARING COMPAN 











Spe ect se a Timken® bearings can safely go from 
wheel-turning to wheel-turning without attention. Exten- 
Sive operating tests on passenger cars in regular service have 
proved it! One railroad actually ran grease-lubricated Timken 
bearings 200,000 miles without adding lubricant! 


NEW OPERATING SAVINGS FOR RAILROADS 

Now railroads can increase operating savings, already made 
with roller bearings, by switching from oil to grease lubrication 
of Timken bearings on passenger cars and diesels. Besides the 
big savings on lubricant, they can eliminate the man-hours pre- 
viously needed for checking and addition of lubricant between 
wheel-turnings. 

Four leading railroads have already switched from oil to 
grease for their Timken bearing equipped passenger cars. More 
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TAPERED ROLLER BEARINGS 








NOT JUST A BALL 


No lubricant added for 
200,000 miles with grease- 
— lubricated TIMKEN bearings! 





than a dozen others are now getting favorable results from 
their wheel-turning to wheel-turning tests of grease-lubri- 
cated Timken bearings. 


CONVERSION NO PROBLEM 
Timken bearings can be converted from oil to grease lubri- 
cation without modifying the bearings . . . without buying extra 
journal parts. And operating tests show that Timken bearings 
are the only railroad journal bearings using an AAR-approved 
grease which can consistently go a full wheel-turning period 


without adding lubricant. 


Let us help you investigate the cost-saving advantages of grease 
lubrication of Timken bearings on your railroad. Write The 
Timken Roller Bearing Company, Canton 6, Ohio. Canadian 
plant: St. Thomas, Ontario. Cable address: ‘“TIMROSCO”’. 





GREASE ME AT ONE 
WHEEL-TURMING ... FORGET 
ME ‘TIL THE NEXT / 
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